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NOW AVAILABLE 


A limited area (approximately 730 acres) improved, 
strategically located, and ready for immediate 
occupancy for 


INDUSTRIAL SITES 
LOS ANGELES HARBOR 


{ World’s Greatest Man-made Port | 


Manufacturers and Industrialists with problems of 
distribution in the Western United States, Western 
Canada, Mexico, the Orient and the Antipodes, and 
with problems of concentrating raw materials from 
domestic and foreign ports for local fabrication, will 


find LOS ANGELES HARBOR an ideal location for 
basic operations. 


More than two-thirds of the population of the Great 
Southwest is located in the immediate area contiguous 
to Los Angeles Harbor; Southern California alone, 
with 60 per cent of the State’s population, has more 
than 50 per cent of the population of the Pacific 
Southwest. The per capita wealth of these people 
(1930) was $3660, almost twice the average & the 
United States. 


Three transcontinental rail lines with unified Harbor 
operation, modern airlines, networks of paved 
highways, 169 steamship lines handling one billion 
dollars in commerce annually to all parts of the world, 
serve the port. 


Ample power from Municipally owned facilities is 
available at specially low rates for industrial purposes; 
fresh water supplies are adequate for any manufac- 
turing purposes. 


Ride the Tide to Prosperity 
at the Nation’s Second Port 


During the past decade Los Angeles has become the 
second largest rubber manufacturing and distributing 
center of the United States, due largely to facilities 
offered at Los Angeles Harbor. Advantages afforded 
by the port for cheap water transportation of raw 
and partly finished materials have drawn several 
automobile plants here. More than 50 branches of 
nationally known industrial concerns have located 
here since 1927, attracted by present lower freight 
rates, accessibility to raw materials or partly finished 
products which water transportation affords, and the 
large consuming market made available. 


For Further Particulars Address 
ARTHUR ELDRIDGE, General Manager 
Los Angeles Harbor 


Board of Harbor 


Commissioners 
Los Angeles, Calif. 


LOW FARES TO THE 


ORIENT 


Every week a President Liner sails from New York and 
California to the Orient, via Hawaii and the Sunshine 
Route. Ports-of-call are: Yokohama, Kobe, Shanghai, 
Hongkong, Manila. This convenient schedule, plus 
stopover privilege anywhere, enables you to go exactly 
as you please. And President Liner comfort includes all 
outside staterooms, large public rooms, an outdoor 
swimming pool. For fares and further details about 


this and other popular President Liner cruises, see your 





own travel agent, or... 


DOLLAR 


STEAMSHIP LINES 


New YorRK ~ CHICAGO ~ SAN FRANCISCO 





HOW DOES 
YOUR 
COMPETITOR SHIP? 


Sometimes it is difficult to find out. How- 
ever, your shipments must get to their 
destination as fast as his . . . quicker if 
possible. When you ship your goods over 
the short, fast route to and from the Orient 
—via Seattle and American Mail Line Presi- 
dent Liners—you can be sure they will arrive 
in the fastest possible time. A President 
Liner leaves Seattle every alternate Saturday ; 
one arrives in Seattle every alternate Tuesday. 


In addition, a fleet of fast cargo liners with 
regular frequent sailings augments this service 
to Japan, China, Hongkong and the Philippines. 


For information, apply desk No. 6 
21 West Street New York 
1714 Dime Bank Bldg Detroit 
110 So. Dearborn Bt........0ccccese Chicago 
Union Trust Bldg. Arcade Cleveland 


General Freight Office 
740 Stuart Bullding. .....ccccsscsccs Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 
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longer represents the end 
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, trucks now take up the job where Erie trains 
SS LE OE LRT ELLER 285 leave off. The collection and delivery by truck 
combined with the speed and reliability of 
rail haul gives you faster and better shipping 
all the way from your loading platform to 
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MISSOUR! 
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the personal interest of a large, ALABAMA 
well-trained staff throughout the 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





THE TRANSPORTATION CONFERENCE 


HE announcement that the Transportation Confer- 

ence of 1933-34 is to reconvene to consider the trans- 
portation situation, in view of developments since its 
report and recommendations were made nearly a year 
ago, follows so closely, both in time and in nature, our 
Suggestion in this column last week that some such coun- 
cil or conference, composed of representatives of all inter- 
ests, be convened for the purpose of deciding just what 
attitude it is expedient and proper to take toward the 
'ransportation recommendations of the President of the 
United States and his Coordinator of Transportation, 
that we cannot do other than give it our approval. We 
welcome the plan to revive this organization at a meet- 
ng in Washington, February 26, to consider the situa- 
on, We hope that all those that were represented in it 
in 1933 and 1934 will continue their participation and 
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that others that refused to participate or that withdrew 
from it for one reason or another, will now take part, 
at least in the preliminary stages, for the consideration 
of possible action to be taken. We would say that any 
important interest refusing to participate, unless and 
until some very convincing reason to the contrary arises, 
will be, to say the least, unworthy of any claim to leader- 
ship or even to fairness or largeness of purpose. It may 
be that this Transportation Conference is not the best 
possible machinery that could be set up for the purpose 
in view and that it is subject to possible criticism on this 
and other grounds, but it is the best, at least, that offers 
now and time, as well as the necessity, for some sort of 
concerted action presses. 

We would say to the Transportation Conference at 
the outset that the need is for quick and decisive action, 
if it can be decided on by anything like agreement. There 
is no time for ponderous “surveys” and “studies” ; indeed, 
these have already been made in the previous stages of 
the Conference; what is needed now is concert of action 
by all interests, if it can be accomplished; this means 
not only crystallization of views, but agreement as to 
how they shall be presented and the length to which 
the organization will go. 

It is apparent—at least to us—that the conclusions 
reached by the Conference will be worth while only as 
they are real conclusions and not just a compromise that 
means nothing, and will carry weight only as they are 
pressed with the influence behind them of the organiza- 
tions represented. If the Conference should split on a 
question, fer instance, of equalization of regulation, or 
reorganization of the Interstate Commerce Commission, 
or a permanent Coordinator of Transportation, its delib- 
erations would have accomplished little; the same would 
be true if the representatives of one or more interests 
withdrew or refused to participate because “unalterable” 
advocacy of or opposition to one or more of the things 
proposed in the administration’s transportation plan. 
What must be arrived at, if the Conference is to mean 
much, is agreement on a program, either to accept the 
administration’s plan as proposed or to seek to amend it 
in certain definite particulars—and agreement to present 
a united front in advocacy of whatever course is decided 
on. Without concerted, militant action, the Conference 
can be of little value. 

One plan that has been suggested for achieving the 
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concerted action we have in mind is that Congress provide 
for the creation of a national transportation advisory 
council which from time to time would consider transpor- 
tation policies and make known its conclusions to the 
Commission, Congress, and other government bodies. The 
council, according to the suggestion made, would be com- 
posed of representatives of the various classes of carriers, 
bankers, security owners, farm interests, manufacturers, 
various national business and industry organizations, the 
National Industrial Traffic League, of the public gener- 
ally, and, if deemed desirable, representatives of labor. 
The members would be appointed by the President from 
the groups indicated. The argument made in support of 
this suggestion is that it would afford the means of giving 
the governmental agencies having to do with transporta- 
tion the views of the council, as determined by majority 
vote, on important transportation questions. 


Such a plan, if carried into effect, would, of course, 
make the deliberations of the Transportation Conference 
useless, except as it might care to advise a national trans- 
portation advisory council of its wishes and recommenda- 
tions; the national council, however, would be a substi- 
tute for the Transportation Conference, in the last an- 
alysis, though the Conference itself might wish such a 
substitution made. 


We ourselves have no preference, just so a properly 
representative body is set up at once in the endeavor to 
reach agreement on a course that will result in at least 
some legislation that will be beneficial and wise. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended February 9 to- 
taled 592,560 cars, 5,604 under the preceding week, 18,662 above 
the corresponding week last year, and 87,897 above the corre- 
sponding week in 1933. Miscellaneous loading totaled 210,584; 
merchandise, 155,535; coal, 150,804; grain and products, 25,212; 
livestock, 12,569; forest products, 25,414; ore, 3,133; coke, 9,309. 

Loading of revenue freight the week ended February 2 
totaled 598,164 cars, according to the Association of American 
Railroads. (See Traffic World, Feb. 9.) This was an increase 
of 42,396 cars above the preceding week, 32,763 cars above the 
corresponding week in 1934, and an increase of 112,105 cars 
above the corresponding week in 1933. 


All districts except the Southern, which showed a small 
decrease, reported increases for the week of February 2, com- 
pared with the corresponding week in 1934, in the number of 
cars loaded with revenue freight, while all districts reported 
increases compared with the corresponding week in 1933. 


Loading of revenue freight in 19385 compared with the two 
previous years follows: 
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1935 1934 1933 

es 2,170,471 2,183,081 1,924 
Week of February 2 .........ccccec00: 598,164 565,401 486 03 
——__— inne eee am 

WNL. ainckcougnee sd Desaees sss naawan 2,768,635 2,748,482 2,410,967 


Revenue freight loading the week ended February 2 a») 
for the corresponding period of 1934, by districts, was reporte 
as follows: 

Eastern district: Grain and grain products, 4,493 and 4,950; jj 
stock, 1,350 and 1,458; coal, 37,538 and 30,061; coke, 3,373 and 3.7% 
forest products, 2,337 and 1,534; ore, 1,059 and 333; merchandise, | 
C. L., 40,198 and 43,125; miscellaneous, 55,482 and 45,793; total, 199; 
145,830; 1934, 130,954; 1933, 114,792. 

Allegheny district: Grain and grain products, 2,712 and 2,532; liy, 
stock, 1,070 and 1,102; coal, 39,724 and 34,547; coke, 3,430 and 2,869: 
forest products, 791 and 767; ore, 232 and 360; merchandise, L. C, 1, 
28,539 and _ 31,762; miscellaneous, 43,122 and 35,231; total, 1935, 119 69): 
1934, 109,170; 1933, 91,674. 

Pocahontas district: Grain and grain products, 230 and 299: iy, 
stock, 77 and 41; coal, 31,050 and 28,236; coke, 740 and 635; fores 
products, 573 and 444; ore, 46 and 33; merchandise, L. C. L., 51% 
and 5,201; miscellaneous, 4,896 and 5,015; total, 1935, 42,809; 1934 
39,904; 1933, 34,172. 

Southern district: Grain and grain products, 2,398 and 2,687; live 
stock, 871 and 844; coal, 19,519 and 18,702; coke, 478 and 464; forest 
products, 7,008 and 5,721; ore, 543 and 605; merchandise, L. C. L, 
27,214 and 28,657; miscellaneous, 29,467 and 31,421; total, 1935, 87,499: 
1934, 89,101; 1933, 77,522. 

Northwestern district: Grain and grain products, 5,746 and 8,39 
live stock, 3,112 and 3,899; coal, 10,943 and 8,058; coke, 1,319 and 93); 
forest products, 7,074 and 6,507; ore, 112 and 112; merchandise, L. ¢, 
L.., 18,106 and 18,330; miscellaneous, 24,610 and 20,144; total, 193), 
71,022; 1934, 66,422; 1933, 53,367. 

Central Western district: Grain and grain products, 6,564 and 
8,568; live stock, 5,567 and 6,954; coal, 11,506 and 10,552; coke, 18) 
and 172; forest products, 3,371 and 2,664; ore, 1,194 and 845; merchan- 
dise, L. C. L., 22,622 and 22,632; miscellaneous, 31,175 and 29,221; total, 
1935, 82,179; 1934, 81,608; 1933, 71,628. 

Southwestern district: Grain and grain products, 3,816 and 
3,933; live stock, 2,100 and 1,329; coal, 5,154 and 4,492; coke, 213 and 
142; forest products, 3,207 and 2,609; ore, 260 and 183; merchandise, 
L. C. L., 12,490 and 12,583; miscellaneous, 21,966 and 22,971; total, 
1935, 49,206; 1934, 48,242; 1933, 42,904. . 

Detailed loading figures and percentages of increase or de 
crease for the periods given, by divisions of commodities, are 


shown in the accompanying table. 


PWA MONEY AND TRANSPORT 


“Approximately $2,020,000,000 had been put into circulation 
by January 1 by the Public Works program to restore purchasing 
power through creating useful employment,” said the Public 
Works Administration in a statement, February 11. 

Public roads construction created employment and put money 
into circulation faster than any other type of federal project, a 
report to Administrator Ickes showing that $360,280,000 had been 
spent out of the $405,000,000 allotted for federal-aid highways 
and public land roads, according to the PWA, which adds: 


Only $44,720,000 of the road money remained unexpended on Janu- 
ary 1. Road construction was not held up by legal difficulties and 
projects were scattered all over the country so that thousands of 
jobs were under way simultaneously. 

The corps of engineers of the war department had spent $180,- 
451,000 out of $350,000,000 allotted for rivers and harbors improvements 
and flood control projects. Much of the remaining unexpended money 
will be required for completion of a number of very large projects 
that will continue to employ many thousands of men for two or three 
years. Like public roads, river and harbor improvements got under 
way quickly and provided widespread employment in every section 
of the country. 

The railroad loans have provided employment and put money 
into circulation faster than any other type of non-federal project 
because expenditures by railroad companies were not impeded by 
legal restrictions or the necessity of acquiring property. Loans were 
made to 30 railroad companies for property improvements and pur- 
chase of new equipment. Approximately $50,000,000 worth of rail- 
road construction remained to be done on January 1. 


CHANGE IN WASHINGTON ADDRESS 


After February 16, the Washington Bureau of the Traffic 
Service Corporatiecn, including both the Traffic World news 
bureau and the special service department, will be Suite 70s, 
Earle Building. 
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Current Topics in 
Washington 





But for the new deal the country would 
probably still be looking at a grimy shaft to 
the memory of George Washington that, at 
the time it was undertaken, was to be man’s 
highest reach toward the zenith in the land. 
Also, but for the depression, which brought 
about the new deal, the interior of the Statue of Liberty in 
New York would continue to be a reproach to American house- 
keeping. 

But the depression came. New ways for the spending of 
money to whip it were invented, including the Public Works 
Administration, headed by the more or less peppery Harold L. 
Ickes. So the Washington shaft and the interior of the Bart- 
holdi statue received thorough scrubbings by workers on the 
pay rolls of Ickes’ PWA, That may not have been a good way 
to spend money (thereafter to be raised by taxes) but the two 
monuments look respectable now. 

Of course, the taxi driver, descended from Aristotle, Solon, 
Lycurgus, Icarus, and Homer, who suggested that the scaffold- 
ing around the Washington monument was intended to be crating 
of the monument so that Democrats might cart it away, until 
the job was found too hard, was an old dealer, a crab, and 
altogether an undesirable person. 


the New Deal 





Some of those who are inclined to 
regard Ray’s and White’s arithmetics as 
holy writings discovered that, on Febru- 
ary 11, President Roosevelt had com- 
pleted the first half of his first term. 
That was so, they said, because, under 
the Norris “lame duck” amendment to the Constitution, his 
first term, begun March 4, 1933, will end January 20, 1937. 
Only in that way could the new term of a President be made 
to begin soon after the new time for the meeting of a new 
Congress, on January 3 of the year after its election in No- 
vember. 

It requires no prophetic soul to suggest that the second 
half of the first term will be the harder. Franklin D. Roosevelt, 
like his Republican cousin, has usually been far ahead of others 
in public life. In the two years he has been in office, lacking 
about two weeks, he has always had something new to keep 
Congress busy so that it could not brood over things. Theodore 
was that way also but not nearly as active as Franklin. Thus 
a — his political enemies admit, the latter has not stubbed 
lis toe. 

The inept Taft and Hoover fell over their own feet, polit- 
ically, almost as soon as they got into office. Taft took up the 
Canadian reciprocity idea—Iowa idea, some called it—offending 
the protectionist east. Hoover, a week and one day after in- 
auguration, slapped the public land west and a large part of 
the petroleum industry by withdrawing public land from ex- 
Dloitation for petroleum purposes. Of course, neither of those 
things was the undoing of Taft or Hoover in and of itself. 
They were followed by other things that irritated the ones who 
had supported them. Those supporters lost their taste for them 
re were joined by others who felt likewise, because of other 
ts. 

Woodrow Wilson, it is generally admitted, stumbled when, 
in 1918, he called on the country, either on his own initiative 
or on that of Albert Sidney Burleson, the Postmaster General, 
to give him a Democratic Congress to assure his success in the 
War, as if Republicans had not been supporting him. The re- 
Sentment created then, it is believed by many, caused his failure 
In the League of Nations struggle and the bitterness then en- 
sendered, some felt, had its effect in the recent vote on the 
ratification of the treaty concerning the world court. 

OP nr aed the rift between the White House and the labor 
“aders 1s a political blunder on the part of the present Roose- 
velt, Wiseacres in Washington are not prepared to say. There 
sympathy for the President and resentment against the labor 
ee in what might be called business circles because of the 
i arrogant manner in which the labor leaders, in effect, 
tg called on the President to sign their program for legisla- 
- and construction of section 7a, the collective bargaining 
Section of NIRA, and sign on the dotted line. 

There is talk, seemingly inspired by friends of the Presi- 
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dent, of a reorganization of the American Federation of Labor, 


on the theory that the set-up therein is obsolete—in plainer 
English, that President William Green, “dear Bill,’ in the 


president’s note to Green, will not do but must be displaced 
by someone, presumably by someone not so inclined to disre- 
gard the kind treatment accorded to organized labor by this 
administration and make things unpleasant. 

The inference is that, if Green’s administration insists on 
making things uncomfortable for the Roosevelt administration, 
the latter can also play at that game. The inference may not 
be in accord with the facts, but, whatever the facts may be, the 
thought is that the tension between the White House and the 
leaders of organized labor does not tend to indicate an alto- 
gether peaceful second half of the first term for President 
Roosevelt. 

Stung by jibes about its being but a rubber stamp for the 
use of the President, Congress gives some signs of resuming’ 
the Constitution idea of a legislative branch of the government 
holding the purse strings, with the executive branch asking 
and receiving some grants of money on such terms and condi- 
tions as the holder of the purse strings may, in its wisdom or 
lack of it, impose on the executive branch. Theodore Roosevelt 
was inclined, unlike most of his predecessors, to hold Congress 
in relatively low esteem, but he never came as near as Franklin 
to presenting papers to it with the request that it place its 
John Hancock at such and such a place without doing anything 
to the text above the signature. 

There is such a large percentage of absolutely new blood 
in Congress that nobody really has any facts on which to base 
an estimate as to how much or how little the cavorting in 
Congress means. Usually an administration can quiet the rest- 
less ones claiming to be members of its own party. But in 
the Senate there are a number of Democrats of the older gen- 
eration, such as Glass, of Virginia, and Smith, of South Caro- 
lina, who may make it uncomfortable for President Roosevelt, 
notwithstanding the supposed identity of political allegiance, 
in the second half of his first term. 





Anyone who has to make a quick se- 
lection of an appropriate denomination 
postage stamp, it might be suggested, is 
entitled to a hope that soon the philate- 
lists in control of the Post Office Depart- 
ment will be succeeded by men who know 
that when a man wants a two cent stamp he does not want 
to be called on to fish out a spectrum to make his selection 
from among the twos, sixes, nines, and tens. The idea of twos 
coming in different color schemes resembling other denomina- 
tions seems akin to the ludicrous. True it is, one can obtain 
twos of what looks like a mild red—if the post office where he 
does his buying has not run out of that sort. Otherwise, he 
takes what he can get out of the collection of picture cards 
miscalled stamps and is thankful that he is not fined for vio- 
lating some rule or regulation. 

The professional stamp folk are hot under the collar because 
Postmaster-General Farley distributed sheets of imperforate and 
ungummed stamps among the stamp collectors in the admin- 
istration, beautifully autographed with his glorious green ink. 
The non-collector thought that, because the Postmaster General 
paid face value for the stamps, it was all right. But it seems 
it was not. It seems that an imperforate ungummed stamp with 
Farley’s name on the back of it is worth about a hundred times 
its face simply because not everybody could or did get any 
part of the limited edition. 

The fact that Farley has promised to put out an issue of 
ungummed and imperforate stamps to be sold to the public 
at face, apparently does not mend the matter at all. Even if 
he autographs them, some of the rabid ones say, the matter 
will not be mended because “dotty” collectors will still be 
willing to pay large sums for authentic stamps issued by Farley 
to his friends in the administration. The later Farley issue, 
it is argued, will not be worth much if any more than its face, 
simply because it will not be part of the issue privately dis- 
tributed. 

The lust of the stamp collectors, it is believed, is the 
reason for the crazy quilts, of shades nearly alike, that have 
been issued in the recent past, under pretense that they were 
stamps. 


Rainbow Hues Not 
Needed in Making 
Postage Stamps 


An admitted addition of $41,- 
400,000 a year to the cost of fed- 
eral government has been made 
by NRA. That sum is assessed 
on industries by the bodies that 
administer the codes, called 
Congress makes no appropriation of that 


Codes Add to the Cost 
of Government More Than 
Forty Millions a Year 


code authorities. 


sum. The amount was ascertained, according to an announce- 
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ment by NRA, by a special accounting unit under Hiram S. 
Brown, NRA budget director. 

It is told, seemingly with pride, that that sum represents 
not more than 10/65ths of one per cent of the sales of the 
coded industries. 

There are 53 budgets of code authorities under a tenth 
of one per cent of sales; 109 that collect between 1/10 and %4 per 
cent; 51 that collect from ‘% to % per cent; 19 that collect 
between % and 1 per cent, and 14 that collect 1 per cent or 
more. These collections pay the expenses of the industry code 
authorities that undertake to keep the units in the coded in- 
dustries within the terms of the codes of fair competition. 
Some of the industries are believed to do a fair job of en- 
forcing the code rules. Enforcing work is called “compliance 
work.” All is supposed to be done secretly unless and until 
the situation gets so bad that the offender is reported to the 
central authority in Washington. If it can not get compliance 
from the bad one, the matter is referred to prosecuting officers— 
that is, the federal district attorneys. 

The regular prosecuting force of the government, the At- 
torney General, his immediate staff, and the field officers, the 
district attorneys, know little about codes. That was shown 
when an oil code case came up to the Supreme Court. It was 
being prosecuted under a code provision that had not been signed 
by the President when the alleged offense was committed. 
It was part of the litigation that resulted in the court’s cuff- 
ing of the ears of Congress for having delegated its power to 
the President in violation of the Constitution. The case was 
the more or less celebrated section 9c matter in which the court 
declared part of the hastily enacted legislation of 1933 uncon- 
stitutional.—A. E. H. 


MEETINGS OF WAREHOUSEMEN 


W. J. Rushton, of the Birmingham (Ala.) Ice and Cold 
Storage Company, was elected president of the American Ware- 
housemen’s Asseciation at the close of that organization’s an- 
nual convention at New Orleans, February 9. D. S. Adams, 
of Adams Transfer and Storage Company, Kansas City, Mo., 
was elected vice-president and D. H. Van Name, of the F, C. 
Linde Company, New York, reelected treasurer. 

The three general organization officers, with the three 
elected officers of the A. W. A.’s merchandise division and the 
Refrigerator Warehouses Association, compose the directors’ 
board. Officers named by the Merchandise Division: included 
Mr. Adams, as president; W. T. Justice, of Pennsylvania Ware- 
housing and Safe Storage Co., Philadelphia, as vice-president, 
and Frank F. Powell, of Henry Couburn Storage and Ware- 
house Co., Indianapolis, as treasurer. 

Harry S. Hall, of Grand Trunk Railway Terminal and Cold 
Storage Co., Detroit, was elected president of the Refrigerated 
Warehouses Association; William A. Shannon, of Merchants Ice 
and Cold Storage Co., San Francisco, vice-president, and G. F. 
Nieman, of Union Storage Co., Pittsburgh, treasurer. 

Wilson V. Little, Chicago, was continued as executive secre- 
tary of both the merchandise division and the A. W. A. Other 
secretarial assistants were also continued. 

Directors of the merchandise division, additional to the 
officers, include: Frank M. Cole, Radial Warehouse Co., Kan- 
sas City; Henry F. Hiller, San Francisco Warehouse Co., San 
Francisco; Ray M. King, King Storage Warehouse, Syracuse, 
N. Y.; Theo. F. King, Arrow Transfer and Storage Co., Chatta- 
nooga; A. B. Drake, Lehigh Warehouse and Transfer Co., 
Newark, N. J., and Jay Weil, Douglas Public Service Co., New 
Orleans. 

The Refrigerated association directorship includes: H. L. 
Trask, U. S. Cold Storage Co., Kansas City; E. G. Erickson, 
Midland Warehouse Co., Chicago; C. Goodfellow, Texas Ice and 
Refrigerating Co., Fort Worth, Texas; Paul S. Steward, Arrow 
Transfer and Storage Co., Chattanooga; F. E. Fregeau, Northern 
Cold Storage and Warehouse Co., Duluth; Jerome C. Smith, 
Quincy Market Cold Storage and Warehouse Co., Boston; R. C. 
Taylor, Federal Cold Storage Co., St. Louis; R. C. Stokell, New 
York, and H. C. Kuehn, Milwaukee. 

The general session February 9 was devoted to the adop- 
tion of resolutions of sympathy concerning the deaths of mem- 
bers, the adoption of amendments to the association’s by-laws 
to conform with requirements of the National Recovery Admin- 
istration, and the election of officers. 

Following the general session, a meeting was held by the 
merchandising warehouse trade at which code officers were 
elected, both by regional action, and as a whole. The code 
authority constituted for the period beginning February 10, as 
selected in the meetings, will be composed of the following: 

D. S. Adams, Kansas City, chairman; W. T. Justice, Phila- 
delphia, vice-chairman; C. E. Nichols, Boston, Region one; A. C. 
Pouch, New York, Region two; C. D. Johnston, Roanoke, Va., 
Region three; R. G. Culbertson, Cincinnati, Region four; W. A. 
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Morse, Minneapolis, Region five; F. M. Cole, Kansas City, Mg 
Region six; L. C. Porter, Fort Worth, Texas, Region seve: 
J. F. Duffy, Denver, Region eight; O. C. Taylor, Seattle, Wag 
Region nine, and W. E. Fessenden, Los Angeles, Region te, 
Wilson V. Little, Chicago, A. W. A. secretary, serves as secre 
tary of the Code Authority. 

Warning that extension beyond the emergency period oj 
code regulations that have benefited industries in a time 4 
stress and trouble would bring permanent ills and pains tha 
would offset advantages was voiced to warehousemen by H. ( 
Berckes, secretary-manager, Southern Pine Association, in a) 
address February 7 to the Refrigerated Warehouse Divisiop, 
American Warehousemen’s Association, meeting at New (0). 
leans. Mr. Berckes pointedly referred to the shift in designa. 
tion of the cooperation between industry and government from 
an initial “partnership” to government ownership. He declare 
that industry could no longer depend on code authorities to ac 
as the voice of industry but that dependence must be placed 
on trade associations. 

Members of the division evidenced keen interest in discus. 
sion of code administration matters, led by Robert K. Straus. 
Deputy NRA Administrator. It was indicated that little impor. 
tance was attached to the ice-making phase of the enterprise 
in so far as creation of additional facilities in other localities 
was concerned, but that the establishment of a new storage 
facility a thousand miles away might affect the business of an 
already existing plant. 

Discussions at the divisional meetings, both refrigerator 
and merchandise, were principally on/’intimate problems of the 
industries. 

Adoption of a resolution recommending the continuation for 
another year of the NRA code for the merchandise warehouse 
industry was effected in a meeting February 8 of the trade in 
conjunction with sessions of the American Warehousemen’s 
Association. The day was devoted to discussion of code admin- 
istrative matters starting with a review of the year’s code 
results by D. S. Adams, merchandise division president. His 
talk was followed by the report of Secretary Wilson V. Little; 
the report of Treasurer F. F. Powell; a discussion of the code 
by F. E. Clark, Ph. D., administration members of the Code 
Authority; an outline of the legal aspects of the code by A. Lane 
Cricher, counsel of the merchandise division, and a talk on the 
organization of the NRA for administration and compliance by 
Col. C. P. Clark, deputy administrator for the NRA transporta- 
tion section. These talks were followed by a discussion of the 
cost accounting features of the code activity by S. G. Spear, 
Boston; the ports charges tariffs features by S. C. Blakiston, 
New York, and an explanation of functions of the local asso- 
ciations under the code by Elmer Erickson, Chicago. The code 
administration budget discussion was followed by a formal 
meeting of the Merchandise Division, in which officers for the 
year were elected. 

The meeting February 8 of the Refrigerated Warehouse In- 
dustry was also featured by code administrative discussions, 
led by H. C. Herschman, South St. Joseph, Mo., Code Authority 
chairman, and E. E. Hesse, Chicago, member of the Code Aw 
thority. Chairmen of the various regions reported on code 
administrative conditions within their districts. 





LOANS TO RAILROADS 


The receiver of the North & South Railway Co. having with- 
drawn his application in Finance No. 10695, for a RFC loan ol 
$10,500,000, the Commission has dismissed it. The loan was 
sought for completion of lines begun in 1923 between Miles 
City and Casper, Wyo., 331 miles. (See Traffic World, Dec. 1, 

. 1018.) 7 
: The New York Central Railroad Co., in Finance No. 10758, 
has asked the Commission to approve a loan to it from the 
PWA of $1,500,000. The applicant proposes to use the proceeds 
for the purpose of rail and appurtenances and the laying of 
that rail. About $1,206,000 is to be used for buying the rail 
and $294,000 to install the new steel. 

In Finance No. 10759, the New York Central Railroad Co. 
asks for authority to issue promissory notes and to pledge re 
funding and improvement mortgage bonds of a face value 0! 
$3,000,000 as collateral security for the loan the company has 
sought from the PWA. 





EFFECTIVE DATES POSTPONED 


The Commission has postponed the effective date of its 
order in No. 17000, part 2, class rates within Western Trunk 
Line Territory, from March 20 to July 20, the tariffs to become 
effective on that day to be on thirty days’ notice. a S 

The Commission, in No. 23040, New Jersey Traffic Advisor! 
Committee vs. New York Central et al. has postponed the 
effective date of its order in so far as it relates to commodity 
rates, from March 14 to May 16. 
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Decisions of Interstate Commerce Commission 





SEATRAIN LINES SERVICE 


N a report knobby with the technicalities of statutory law, 

the Commission, in No. 25565, investigation of Seatrain Lines, 
inc., No. 25546, application of Missouri Pacific Railroad Co. and 
Texas and Pacific Railway Co. under section 5(19)-(21) of the 
interstate Commerce act in the matter of the installation of a 
common carrier service by water other than through the Panama 
Canal; No. 25728, Hoboken Manufacturers Railroad Co. vs. 
Abilene and Southern Railway Co. et al.; and No. 25878, New 
Orleans and Lower Coast Railroad Co. vs. A. C. & Y. et al., the 
Commission has decided that the rail-water service of Seatrain 
Lines, Inc., and its rail affiliates is in the public interest and 
may be continued. This decision is on further hearing. 


Before the Commission could get to the merits of the 
proposition it had to dispose of the jurisdictional questions in 
the title case. It did that in the prior report, 195 I. C. C. 215. 
In that report it found that Seatrain was not a common carrier 
by railroad or an extension of a line of railroad within the 
meaning of those terms ag used in the interstate commerce 
act; that it Was a common carrier by water engaged in the 
transportation of property partly by water and partly by rail- 
road; that it and the Hoboken Manufacturers Railroad were 
used under common control, management and arrangement for 
continuous carriage or shipment of property in railroad cars 
in interstate and foreign commerce; that it and the New Or- 
jeans and Lower Coast were used under a common arrangement 
for such continuous carriage; that therefore Seatrain was sub- 
ject to all the provisions of the interstate commerce act 
applicable to such a carrier; that Seatrain was not a “carrier” 
within the meaning of section 20a; and that the Hoboken did not 
and might not compete for traffic with Seatrain and accord- 
ingly was not subject, because of any community of interest 
between them, to the provisions of section 5(19)-(21) of the 
interstate commerce act. 

Pending a field investigation with respect to alleged un- 
lawful practices and policies of Seatrain and as to matters 
relating to questions of competition and public interest involved 
in the application of the Missouri Pacific and Texas and Pacific, 
the Commission disposed of the jurisdictional questions before 
enumerated. This report is in the light of the completed field 
investigation. 

Briefly stated, Seatrain Lines operates vessels between 
Hoboken, N. J., and New Orleans, La. (Belle Chasse), via 
Havana, Cuba, on which freight is transported in railroad cars. 
Only by means of special facilities at Hoboken, Havana and 
Belle Chasse can the vessels handle the cars in which freight 
is handled in non-break bulk service, the cars serving as con- 
talners for the freight as if they were transferred from one 
railroad to another over rails, the vessel serving to connect the 
Widely separated tracks at Hoboken, Havana and Belle Chasse, 
the latter being within the switching limiis of New Orleans 
on the Lower Coast Railroad. The Lower Coast is a subsidiary 
of the Missouri Pacific. The Hoboken is controlled by Seatrain 
by stock ownership. The Missouri Pacific and the Texas and 
Facific own stock in Seatrain, equal, after various mergers and 
transactions within the Seatrain organizations were completed, 
vo about 15 per cent thereof, hence the application of the 
two railroad companies with respect to their stock interest in 
Seatrain. Service, other than to and from Havana, was in- 
augurated in October, 1932. The Havana service was inaugu- 
rated prior thereto. 


When the Hoboken-New Orleans via Havana service was 
established, without the Commission’s authorization, railroads 
other than those interested in it and break-bulk steamship lines 
ree law questions and the other railroads amended the car 
a rules by inserting a rule that cars of railway owner- 
"phone not be “delivered toa steamship, ferry or barge line 
‘as 0g transportation without permission of the owner filed 
ciate 1e Car Service Division” of the American Railway Asso- 
ge since succeeded by the Association of American Rail- 
Pe snag oa by the Hoboken and Lower Coast railroads, 
idioms dy this report, assailed that rule and the rules, regu- 
meal s and practices of the objecting railroads as violative of 
section 7, which prohibits any arrangement whereby carriers 


"af ate the carriage of freight from being continuous from 
ace 


of shipment to the place of destination, 








The findings of the Commission, summarized in the head 
notes to the report, follow: 


Interest of Missouri Pacific Railroad Company and Texas & Pa- 
cific Railway Company in Seatrain Lines, Incorporated, found to be 
such an interest as is contemplated by section 5 (19) of act. 

Establishment of coastwise service between Hoboken, N. J., and 
New Orleans (Belle Chasse), La., by Seatrain without Commission's 
authority found to have been in violation of section 5 (19)-(21) of act. 

Operation of vessels and transportation of property by Seatrain 
found not to have been otherwise in violation of act since October 1, 
“en for traffic between Missouri Pacific and Texas & Pa- 
cific on one hand and Seatrain on other hand found to exist. 

Service of Seatrain between Hoboken and New Orleans (Belle 
Chasse) found to be in public interest and of advantage to con- 
venience and commerce of the people, and its continuance not to ex- 
clude, prevent nor reduce competition on that water route. 

Where through routes exist between rail and water carriers, 
found that Commission has jurisdiction to require rail carriers parties 
thereto to interchange cars with the water carrier if that is the rea- 
sonable and appropriate method of interchanging traffic moving over 
such through routes. 

Alleged violation of section 7 of act not established. 

The Commission said that while the Missouri Pacific and 
Texas & Pacific were represented on Seatrain’s board of direc- 
tors the railroads and Seatrain did not have executive, operating 
traffic or other officials in common, Seatrain having its own 
complete organization. Seatrain and its rail affiliates contended, 
the Commission said, that the interest of the latter in the 
former was not such an interest as was contemplated by sec- 
tion 5 (19). In holding that the interest was such as contem+ 
plated by that part of the statute, the Commission pointed out 
that the interest which a rail carrier was forbidden to have in 
a water carrier with which it competed or might compete was 
“any,” and that the prohibition was absolute, except for the 
proviso in section 5 (21), which empowered it to extend the 
effective date of the prohibition, which was originally fixed as 
July 1, 1914. 

As to competition, the Commission said the situation be- 
tween the applicant railroads and the Seatrain was in all re- 
spects similar to that between the rail and water lines of the 
Southern Pacific presented in Southern Pacific Ownership of 
Atlantic S. S. Lines, 43 I. C. C. 168, in which it found that the 
rail lines were in active competition with the water lines for 
traffic between the Gulf ports and the Atlantic seaboard. 

With regard to the public interest the Commission said it 
was generally conceded that the service performed by Seatrain 
was superior to that afforded by steamships of the usual type, 
on account of the elimination of the necessity for breaking 
bulk. In addition, it said, certain classes of bulk freight which 
could not be handled in vessels of the usual type could 
be handled. by Seatrain and thus markets opened up 
for them, which therefore could not be reached. The Com- 
mission said it seemed clear from the evidence that the op- 
eration of Seatrain was in the public interest and was of ad- 
vantage to the convenience and commerce of the people. 

As to the restraint of competition, the Commission said the 
objections of the intervening railroads arose almost entirely 
from their apprehension that the applicants would favor the 
Seatrain route rather than all-rail routes, thereby causing an 
increase in movement by water and depriving them of their 
hauls to the Mississippi gateways from the southwest. 

“This apprehension, which seems to be well founded,” 
said the Commission, “also is convincing that applicants’ in- 
terest in the Seatrain will increase rather than decrease the 
competition on the route by water under consideration.” 

With respect to the operation of Seatrain the report said 
the Commission had no jurisdiction over the rates and prac- 
tices of Seatrain in its strictly foreign commerce between 
United States ports and Cuba. There was nothing of record, it 
asserted, to indicate that its rates and practices respecting 
foreign commerce were used as cloaks or devices for accord- 
ing to shippers engaged in both foreign and interstate commerce 
concessions from the tariff rates applicable to interstate com- 
merce. 

Respecting the amendment to the car service rule by which 
the opposing railroads sought to prevent their cars being placed 
on Seatrain vessels, the Commission said that for almost four 
years before the inauguration of service between Hoboken and 
Belle Chasse, via Havana, cars were delivered to Seatrain or 
its predecessor, Overseas, for movement from New Orleans to 
Havana without objection by defendants. The report said that 
the rule was not strictly observed by the complainants. It said 
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that in August, 1933, 322 of the 640 loaded cars which arrived 
at Hoboken from New Orleans on Seatrain vessels were cars 
which moved in violation of that rule. 

The Commission said it was its view that it had jurisdic- 
tion to require the establishment of through routes between 
rail and water carriers, and, where such routes were required, 
and where such routes were established pursuant to its order 
or voluntarily, to require the interchange of cars and equality 
of treatment between connecting carriers, whether rail or water, 
in the facilities for interchange of traffic, including through 
routes and interchange of cars. It said it found nothing in the 
act imposing any duty upon it or giving it jurisdiction to re- 
quire a rail carrier to permit delivery of its cars to a water 
carrier where through routes did not exist between such rail 
and water carriers. Whether such through routes existed and, if 
not, whether they should be established, the Commission said, 
were in issue in No. 25727, not yet decided. 

Commissioner Porter, concurring generally in the holdings, 
said he was not prepared to accept the finding that the car 
service rule, together with other facts, did not constitute a 
combination, contract, or agreement in violation of section 7. 
Commissioner Lee concurred in the result. 

Commissioner Mahaffie, dissentiing, pointed out that he 
dissented in the prior report on account of his opinion that the 
operation of the vessel here in question was that of a railroad 
within the terms of section 1 (3) of the interstate commerce 
act. Nothing in this proceeding, he said, had led him to change 
the view then expressed. Commissioner McManamy joined in 
that expression. 


NEW SOUTHWESTERN REVISION 

A new revision of the revised southwestern class rates 
which went into effect in 1928 has been prescribed by the Com- 
mission, to be effective not later than June 12, in its twenty- 
first supplemental report in No. 13535, Consolidated South- 
western Cases, opinion No. 20069, 205 I. C. C. 601-736, written 
by Commissioner Miller. The chief facts in the revision, which 
scraps the first one to a large extent, is that the formula used 
in the Western Class Rate Revision, 164 I. C. C. 1 and later 
reports, is extended into the southwest. A basic scale has been 
prescribed, the same as in the Western case, with differentials to 
be added, and a system of key point rates as a limiting factor 
of the scale. 


In addition the principle of destination classification, 
adopted in the western case, has been applied in this one. That 
is to say, a shipment from the southwest to a point in official 
classification territory is subject to the official classification. 
A shipment in the reverse direction will be subject to western 
classification. 


Harmonization of the southwestern adjustment with the 
revision made in western trunk line class rates was one of the 
objects of the further hearing in this case. The new adjust- 
ment applies within southwestern territory and to and from 
that territory. 


The report and order converts the present southwestern 
territory into Southwestern Zone III and erects old Texas and 
Oklahoma differential territories into Southwestern Zoné IV. 
Zone III takes the basic scale and Zone IV takes a higher one, 
even as Zone IV in western trunk line territory takes rates 
higher than the basic scale. 

The basic scale begins with a rate of 30 cents for five miles 
and under with a rate of 32 cents for Zone I, 34 cents for Zone 
II, 36 cents for Zone III, and 38 cents for Zone IV. A differen- 
tial of 2 cents is provided, for each of the four zones, at that 
distance. The basic scale becomes 60 cents for the block 
between 100 and 110 miles; 69 cents for Zone I: 78 cents for 





Zone II; 85 cents for Zone III, and 98 cents for Zone IV. The 
differentials for that block are 9, 9, 7 and 13 cents. For the 


block between 480 and 500 miles, the basic rate is 125 cents: 
142 cents for Zone I; 162 cents for Zone II; 178 cents for Zone 
III, and 205 cents for Zone IV. The differentials for that block 
are 17, 20, 16 and 27 cents. 

For the block between 1,000 and 1,025 miles the basic 
rate is 194 cents, 222 for Zone I, 252 for Zone II, 278 for Zone 
Ul and 319 cents for Zone IV. The differentials are 28, 30, 26 
and 41 cents. 

For the block between 1,475 and 1,500 miles the basic rate 
is 251 cents; 286 for Zone I, 326 for Zone II, 358 for Zone III 
and 411 for Zone IV. The differentials are 35, 40, 32 and 53 
cents. The scale for Zone IV runs out with that block. 

For the block between 1,875 and 1,900 miles, at which rates 
for Zones I and III run out, the basic rate is 299 cents, 341 for 
Zone I, 388 for Zone II, and 426 for Zone III. The differentials 
are 42, 47 and 38 cents. 

For the block between 2,075 and 2,100 miles the basic rate 
is 328 cents and for Zone II it is 419 cents. There are no 
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differentials for that block. The basic rate for the block 
tween 2,375 and 2,400 miles is 359 cents with no rates for ay 
of the zones. 

Appendix C in which key point rates are prescribed cong 
tutes that part of the volume between page 675 and page 7% 
In the part devoted to rates from points in southwestern zon, 
to destinations in official territory, the first class rate fry 
Abilene, Tex., to Buffalo, N. Y., the rate prescribed is 316 cent 
in that part from southwestern points to points in southern ty, 
ritory, the first class rate from Abilene, Tex., to Charlotte, N.¢ 
is 309 cents; in the part devoted to key rates from southwey. 
ern territory to points in western trunk line territory the fiy 
class rate from Abilene to Burlington, Ia., is 239 cents. 

The findings are as follows: 





1. That for the purpose of applying the rate-making formula ajj 
the scales of intraterritorial and interterritorial rates and the diffe. 
ential scales, together with the so-called key rates, herein prescribej 
the several southwestern territories shall be defined and designates 
as follows: Arkansas, Louisiana west of the Mississippi River, anj 
the portion of Texas and Oklahoma lying east of the Texas apj 
Oklahoma differential territories outlined in the nineteenth suppl. 
mental report in these proceedings shall be designated as zone Ilj 
and the said differential territories shall be designated as zone ly 
Provided, that rail lines forming the boundaries of zones or ter. 
ritories shall be treated as within the adjoining lower-rated Zone 
territory. ; - 

2. That further for the purpose stated in the next preceding para- 
graph hereof western trunk-line territory, as defined in the Westen 
case, supra, shall be divided into zones, to be respectively designate 
as zones I, II and III, as now provided in said case for the pur. 
poses thereof, except that said zone I shall also include extendei 
zone C in Wisconsin as defined in said case; Missouri B-1 territory 
and Missouri B-2 territory) as defined in Interstate Rates in Missouri 
supra, shall be designated as, and shall be extensions of said zone 
II and III, respectively; and the western portion of southern ter 
ritory, as said territory is defined in Southern Class Rate Investi- 
gation, supra, not herein provided with key rates, shall be designated 
as, and shall be an extension of said zone II. ; 

3. That in computing all-rail distances between points for the 
application of the aforesaid scales the shortest existing route over 
which carload traffic can be transported without transfer of the lad- 
ing shall be used in each instance, car-ferry routes and bridges in- 
cluded therein to be treated as equivalent to railroad lines of equal 
length for the purpose: Provided, that in every instance in which 
the first-class rate so determined would be 5 cents or more higher 
than the corresponding rate over a longer route, due to a greater 
portion of the latter route passing through a lower rated zone or 
territory, said route shall be the rate-making route; but the applica- 
tion of this proviso will be limited to such routes as are less than li 
per cent longer than the shortest existing routes between the same 
respective points as first in this paragraph defined. 7 

1. That maximum reasonable-percentage relations of the rates of 
the lower classes to the corresponding first-class (column 100) rates, 
for application of all such rates to, from, and within the southwest- 
ern territories, according as they shall be governed by the concurrent 
western official, or southern classification, are and for the future 
will be those below stated under the respectively designated classes, 
as follows: 


Western classes...... 1 2 3 { A 5 B i D >} 
Percentages.......... 100 85 70 55 45 37.5 32.5 30 22.5 17.5 
Official classes........ 1 2 3-R25 R26 4 5 6 
PercentaBeS.......+. 100 85 70 55 50 35 27 .5 
Southern classes..... 1 2 3 4 5 6 7 8 9 10 11 2 
Percentages.......... 100 85 70 55 45 40 35 3 25 22.5 20 117.4 


5. That 26 rate-base scales shall be provided, the first-class 
(column 100) scale to commence with the lowest first-class = 
herein prescribed and to be extended upward by l-cent steps to t e 
highest of such rates, the corresponding rates in the scales following 
the first-class scale to bear to the latter scale the percentage rel 
tions respectively represented by the following column_ — 
namely, columns 85, 70, 65, 60, 55, 50, 45, 42.5, 40, 38, 37.5, 35, 32.9, 
30, 27.5, 25, 22.5, 20, 17.5, 16, 15, 13.5, 12,5, 12, and 8.5, fractions Tt 
sulting from the computations to be disposed of as before in eer 
report provided, conformably to appendix M to the original repo! 
in the Western case. 


6. That the present first-class rates applicable between the key 
points named in appendix C, and points respectively grouped there, 
with, in New England, trunk line, central, Illinois, southern, ane 
western trunk line territories, on the one hand, and the key points 
in the southwestern territories likewise named in said appendix, 
points groupel therewith, on the other hand, are and for the fu = 
will be unreasonable to the extent that they respectively exceed os 
first-class rates set forth in said appendix for application from an@ 
to the respectively named key points. Provided, That where a pon 
in any of said territories, except New England and trunk line, = 
portant from a commercial or population standpoint, is materially 
more than 50 miles, or if in southwestern zone IV is materially mort 
than 100 miles, from a more distant key-rate point in the genera 
direction of a short-line interterritorial route to or from said soul 
western territories, as the case may be, defendants shall publis) 
specific rates to and from such additional point, graded in "a 
the prescribed corresponding key rates to or from the named Ke} 
points in the same area. ; — 

7. That the present first-class rates applicable between poem | 
central and Illinois territories not provided herein with key er 
or not grouped with key-rate points, on the one hand, and Poank 
or groups in the southwestern territories, other than west ther 
Mississippi River gateways in Arkansas and Louisiana, on the eo 
hand, are and for the future will be unreasonable to the extent - ie 
they exceed first-class rates constructed by use of the ‘basic — 
set forth in appendix B, applied to the through distances, plus dif- 
combined zones I-II-III differentials, or the further zone IV a 
ferentials, provided in said appendix for the aggregate diane 
within those zones, as the several cases may be, applied as ee ae 
in the western trunk line formula, subject to the provisions of net 
foregoing finding numbered 3. Provided, That where routes do 
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ss through zone I the differentials provided for that zone are to 
» combined With those provided for zone II for the distances for 
hich the latter shall apply. Provided further, That in the de- 
rmination of such rates the prescribed key rates shall be observed 
xima. 

1 4 That the present first-class rates applicable between points in 
suthern territory not provided herein with key rates or not grouped 
ith key-rate points, on the one hand, and points or groups in the 
uthwestern territories, other than west bank Mississippi River 
mteways in Arkansas and Louisiana, on the other hand, are and for 
Ihe future will be unreasonable to the extent that they exceed first- 
lass rates constructed by use of the Zone II rate scale set forth 
m appendix B, applied to the through distances, plus the zone dif- 
erentials provided in said appendix for the aggregate distances in 
ones III and IV, as the several cases may be, applied as provided 
n the western trunk line formula, subject to the provisions of the 
oregoing finding numbered 3. Provided, That in the determination 
nf such rates the prescribed key rates shall be observed as maxima. 

9, That the present first-class rates applicabie between points in 
vestern trunk line territory zone I not provided herein wifh key 
ates or not grouped with key-rate points, on the one hand, and 
noints or groups in the southwestern territories, on the other hand, 
are and for the future will be unreasonable to the extent that they 
xceed first-class rates constructed by use of the zone I rate scale 
et forth in appendix B, applied to the through distances, plus the 
one differentials provided in said appendix for the aggregate dis- 
tances in zones II, III and IV, as the several cases may be, applied 
as provided in the western trunk line formula, subject to the pro- 
visions of the foregoing finding numbered 3. Provided, That where 
a rate-making route between said zone I and said southwestern 
points passes in part through Illinois territory each first-class rate 
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3 para. thereover Shall be constructed by use of the ‘“‘basic’’ scale set forth 
be esten in said appendix, applied to the through distance, plus the zones I, 
a It and IIL differentials, or additionally plus the zone IV differen- 
ood. tials, provided by said appendix for the aggregate distances within 
‘errit ed those zones, aS the case may be: Provided further, That where routes 
ea do not pass through zone II the differentials provided for that zone 
d seen are to be combined with those provided for zone III for the dis- 
rn. ter. tances for which the latter shall apply. Provided further, That in 
Investi. the determination of such rates the prescribed key rates shall be 
ignated observed aS maxima, 
ae 10. That the present first-class rates applicable between points in 
for the western trunk line territory Zone II not provided herein with key 
te ove rates Or not grouped with key-rate points, on the one hand, and 
he lad. points or groups in the southwestern territories, on the other hand, 
ges jn. (ee are and for the future will be unreasonable to the extent that they 
f equal exceed first-class rates constructed by use of the zone II rate scale 
which set forth in appendix B, applied to the through distances, plus the 
higher zone differentials provided in said appendix for the aggregate dis- 
greater tances in zones III and IV, as the several cases may be, applied as 
‘one or (ge Provided in the western trunk line formula, subject to the provisions 
pplica- of the foregoing finding numbered 3. Provided, That where a rate- 
than 13 making route between said zone II and said southwestern points 
> same passes in part through zone I each first-class rate thereover shall be 
constructed by use of the zone I rate scale set forth in said appendix, 
ates of applied to the through distance, plus the zones II and III differen- 
rates, tials, or additionally plus the zone IV differentials, provided by said 
hwest- appendix for the aggregate distances within the latter zones, as the 
‘urrent case maly ke. Provided further, That in the determination of such 
future rates the prescribed key rates shall be observed as maxima. 
‘lasses, ll. That the present first-class rates applicable between points in 
western trunk line territory zone III not provided herein with key 
rates or not grouped with key-rate points, on the one hand, and 


points or groups in the southwestern territories, on the other hand, 
including those applicable over routes through eastern Colorado 
and/or eastern New Mexico, are and for the future will be unreason- 

able to the extent that they exceed first-class rates constructed by use 

, of the zone III rate scale set forth in appendix B, applied to the 
12 through distances, plus the zone IV differentials provided in said 
) 17.5 appendix for the distances in that zone, applied as provided in the 
western trunk line formula, subject to the provisions of the fore- 

-class going finding numbered 3. Provided, That where a rate-making 
rate route between said zone III and said southwestern points passes in 


~~ ae 
. i) 


o the part throuzh Zone II each first-class rate thereover shall be con- 
ywing structed by use of the zone II rate scale set forth in said appendix, 
rela- applied to the through distance, plus the zones III and IV differ- 
:bers, Pog or provided by said appendix for the aggregate distances within 
39.5, the latter zones. Provided further, That in the determination of such 
5 re rates the prescribed key rates shall be observed as maxima. 


this 12, That the rates above prescribed for future application over 


eport routes through the Mississippi River crossings, Memphis and south 
thereof, shall be subject to maximum rates, to or from points in 
key the southwest for distances up to 170 miles from said crossings, 
hae determined by adding, rate for rate, to the applicable rates east of 
and — crossings the appropriate arbitraries arrived at by applying 
oints re percentages of the 26 rate-base columns to the scale of arbi- 
and . Mes set forth in appendix D, said arbitraries to be governed by the 
iture western Classification and exceptions thereto. 
the ad 13, That the present first-class interstate rates applicable between 
and ony in the southwestern zone III, and between such points and east 
yoint bank Mississippi River gateways, Memphis and south thereof, are 
im- re for the future will be unreasonable to the extent that they exceed 
ially —— rates constructed by the use of the zone III rate scale set 
nore a m appendix B, applied to the respective through distances in 
onal ¢ mmity with the provisions of the foregoing finding numbered 
uth- » Frovided, That where a rate-making route between points in said 


lish aid passes in part through zone IV the differential provided by 
vith naa = for the distance traversed within the latter zone may 
ke} 7 : 

: _i4. That the present first-class interstate rates applicable between 
Ponts in southwestern zone IV, including those applicable over 


3 jn Pp 
: routes through eastern New Mexico, are and for the future will be 


utes 
nts Ste eonable to the extent that they exceed first-class rates con- 
ank Sttucted by use of the zone IV rate scale set forth in appendix B, 


her Rosey to the respective through distances in conformity with the 
hat eons of the foregoing finding numbered 3. Provided, That 
ale a a rate-making route between points in said zones passes in 
the str through zone III each first-class rate thereover shall be con- 
lif- disc’ bY application of the zone III rate scale to the through 
ces on ance, plus the zone IV differential provided for the distance 
ied ithin the latter zone. 
he “ane _That the present first-class interstate rates applicable between 
not se Southwestern zone III, including the aforesaid east bank 
SSISSIppi River gateways, and points in southwestern zone IV, in- 
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cluding those applicable over routes through eastern New Mexico, are 
and for the future will be unreasonable to the extent that they exceed 
first-class rates constructed by use of the zone III rate scale set forth 
in appendix B, applied to the through distances, plus the zone IV 
differentials provided in said appendix for the distances within the 
latter zone, applied as provided in the western trunk line formula, 
subject to the provisions of the foregoing finding numbered 3. 

16. That the rates hereinabove prescribed shall be governed by 
the concurrent western classification, with the exceptions that such 
rates from southwestern territories to central territory east of Illi- 
nois and to trunk line and New England territories shall be gov- 
erned by the concurrent official classification and such rates from 
southwestern territories to southern territory shall be governed by 
the concurrent southern classification, subject to applications of 
classification exceptions as hereinbefore suggested. 

An order giving effect to the foregoing findings will be entered, 
and all findings in prior reports, so far as they are inconsistent with 
the foregoing findings, are hereby vacated. 


In a concurring expression Chairman Lee said he concurred 
in the report, parts of which he did not like, because he be- 
lieved that the resulting rates would be more properly related 
to one another and to rates from, to, and within western trunk 
line territory; that they would promote the freer movement 
of traffic and that they would be in the public interest. 


Commissioner Farrell, the report having been written while 
he was in Office, objected to the use of destination classifica- 
tions. 


Commissioner Tate, also concurring, said that the partial 
relief given in the Western Class Rate Case and in this one 
emphasized the condition in which shippers in the south were 
left ai a disadvantage. 


Commissioner Splawn, concurring, said that while he con- 
curred generally in this report, he was not in entire agreement 
with the finding that the transportation and traffic conditions 
throughout the southwest were comparable with those in Zone 
III in western trunk line territory. 


Commissioner Porter, dissenting, said the interterritorial 
bases of rates approved were an improvement over the present, 
but that the increased intraterritorial rates which the majority 
approved were a mistake. 


In a dissent Commissioner Mahaffie said this was an at- 
tempt to harmonize the rate structure to, from, and within the 
southwest with that prescribed in fhe Western Trunk Line 
Class Rate Revision, on a record that was closed March 4, 1931. 
Necessarily, what was done here, he added, must be based, in 
large part, on considerations relating to territories other than 
the southwest, and on a record with which the parties to this 
proceeding had no connection. He said he was unable to find 
anything in the record relating to such a change as was made 
by prescribing destination classifications. A change of such 
far-reaching consequences, he said, should be supported by a 
record. Continuing, he said: 


Neither do I find any support for the belief of the majority ‘‘that 
defendants should accord shippers the benefit of appropriate classi- 
fication exceptions in connection with the interterritorial rates pre- 
scribed.” The majority state that the record will not warrant a find- 
ing and order to that effect. The result of the expression, if given 
effect, will be to reduce rates which there is no basis for finding 
to be in excess of maximum reasonable rates. While it is con- 
ceded that we have no authority to require it, the majority ask the 
carriers to apply “general exceptions’’ as found in the destination 
territories. Probably nobody can define a “general exception.” Aside 
from the confusion caused by such loose phraseology, and the con- 
flicting claims likely to result, it is bad in substance. We are pre- 
scribing maximum reasonable rates for the movement of traffic. 
That we have, by law, a right to do. We have no authority to 
establish rates by admonition, and ought not to try to do so. 

We prescribed the rate structure which we are here revising. * It 
became effective July 14, 1928. That it has been considered, subject 
to modification as seemed desirable, is indicated by the fact that 
this is the twenty-fist supplemental report in the proceeding. Other 
proceedings growing out of the original report and order are pend- 
ing. That report revolutionized the existing rate structure. It 
caused great expense in the publication of tariffs. It disturbed 
established business relations which had been built up in depend- 
ence on the rate structure formerly in effect. The cost of a new 
system of rates does not fall exclusively on the railroads. Busi- 
ness readjustments necessitated by it may be expensive to industry 
as well. Unless it is made clear by those affected that changes 
should be made, we may well hesitate to require them. 


These considerations lend force to defendants’ contention that 
such harmony as we found necessary should have been brought 
about in the Western case and that the southwest should not be 
subjected to further experimentation; that individual maladjustments 
should be taken care of as such—as has been in process—and that 
a recasting of the géneral structure is unnecessary. That conten- 
tion, as directed to the character of readjustment now required, I 
think sound. 

In my dissent in docket No. 17000, Part 2, I expressed the view 
that a radical revision of the methods for handling merchandise 
traffic is necessary; that the present refinements of classification and 
the present basis of making class rates are obsolete. Minor shift- 
ings of rate levels in a structure built up on a theory that no longer 
fits the facts can accomplish little. If the railroads are to continue 
to handle the merchandise business, it is imperative for them to make 
both their service and rates attractive to the shipper. To do so it 
may be advisable for them, among other things, to go far in the 
direction of the system both of classification and rates now used in 
handling express. 
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In view of present conditions affecting this traffic, it seems to me 
futile to try to patch up the existing class-rate structure. 


FORT BENNING SWITCHING 


The Commission, in a report written by Commissioner Mc- 
Manamy in No. 26483, H. D. Pollard, as receiver of Central of 
Georgia Railway Co., vs. H. A. Page, Jr., C. F. Harris, Fort 
Benning Railroad Co. et al., has put another chapter in the record 
about switching to and from the army reservation at Fort Ben- 
ning, Ga. The proceeding was really against the Seaboard Air 
Line on account of an arrangement between it and Page and 
Harris, contracting operators of the government’s railroad, under 
which they acted as agents for the Seaboard in receiving and 
delivering freight within the reservation. The government rail- 
road is about seven miles long. Its status and operation have 
raised questions on which the Commission has had to act a 
number of times. 

In this report the Commission found unlawful schedules of 
the Seaboard extending the Benning Junction switching district 
on its rails so as to include the reciving and delivery tracks of 
the government line. They have been ordered to be stricken 
from the files of the Commission. The Commission also found 
that Page and Harris were operating as private contractors and 
not as a common carrier subject to the interstate commerce act. 

As receiver of the Central of Georgia Mr. Pollard com- 
plained that the Seaboard, by the schedules that have been 
ordered to be taken from the Commission’s files, was in sub- 
stance and effect seeking to extend its operations over a line of 
railroad, between Fort Benning Junction and Fort Benning, for 
which operation no certificate of convenience and necessity had 
been granted; that the tariff was unlawful and did not comply 
with section 6 (1); that it was obscure and difficult to interpret 
and might be given several different meanings; that it did not 
state what, if any, charges were to be absorbed by the Seaboard 
or what, if any, compensation was to be paid to the contractors; 
and that it was unlawful in that under the circumstances there 
were no reciprocal arrangements between the Seaboard and the 
contractors. 

The complainant asked the Commission, among other things, 
to find that Page and Harris were operating that railroad con- 
trary to the Commission’s order in Fort Benning Railroad Co. 
Acquisition, 193 I. C. C. 517, one of the other proceedings in 
which the government line figured. In addition the Commission 
was requested to investigate, fully, the relations between Page 
and Harris and the Seaboard. In the Commission’s first report 
in the case mentioned, 193 I. C. C. 223, division 4 issued a cer- 
tificate permitting the Fort Benning line to operate as a common 
carrier. In the subsequent report, 193 I. C. C. 517, the Commis- 
sion reversed that finding. 

Commissioner McManamy said that the finding of unlawful- 
ness of the tariff was not predicated upon the fact that the 
Seaboard had not obtained a certificate permitting it to extend its 
service, but rather upon the fact that the Seaboard had pub- 
lished rates to and from Fort Benning, a station not on its line, 
and which could not be reached by it or any other common car- 
rier. Consequently, said the report, the Seaboard could not pay 
out of its line haul rates for a service it was not legally obligated 
to perform and which it could not perfect except through the 
employment of the contractors with the government. 

One of the points made was that the Seaboard, by contract, 
had been given the right to operate its equipment over the gov- 
ernment tracks but the Commission refused to accept an en- 
dorsement on the contract, made by an Assistant Secretary of 
War, as giving the Seaboard the right to operate. Manifestly, 
said the report, the War Department could take no action on a 
subject which Congress had placed under the exclusive jurisdic- 
tion of the Commission. 


COMMISSION REPORTS 
Wheat and (Products 


No. 26391, Pillsbury Flour Mills Co. vs. A. T. & S. F. et al. 
By division 3. Reparation awarded on shipments of wheat and 
wheat products, points in Oklahoma to destinations in New 
Mexico, on finding of unreasonableness of rates on or before 
July 25, 1932, but not thereafter, to the extent they exceeded 
rates made by applying the scales set forth in appendix A in 
Great West Mill & Elevator Co. vs. P. & S. F. 186. I. C. C. 413, 
to the distances between the respective origins and destinations, 
computed ag therein provided, plus the differentials set forth 
in appendix B thereto, such differentials to be applied to the 
mileage west of Canyon, Tex. Commissioner Lee, dissenting 
in part, said there was no valid basis for an award of reparation. 


Rates 


rates on bituminous coal between 
Seventh supplemental report of Commission 


Illinois Coal 


No. 23130, intrastate 
points in Illinois. 
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on further hearing. By Commissioner Porter. Former findiy 
as to minimum intrastate rates on bituminous coal from Dap, 
ville group in Illinois to Champaign and Urbana, Ill. (182 Loe 
537), modified so as to permit respondents to establish and majp, 
tain a rate no lower than 60 cents a ton of 2,000 pounds. Moq, 
fication was sought by the C. C. C. & St. L., the Illinois Ty. 
minal and the Wabash, which said that due to truck compgi. 
tion the required rate of 72 cents could not be maintained with. 
out losing practically all the traffic to trucks. Through jnaj. 
vertence, according to the report, the Big Four and Wabas) 
during certain periods in 1934 maintained a rate of 60 cents 
and tonnage materially increased and then materially decling 
with restoration of the 72-cent rate. Commissioner Porter sgajj 
the record was convincing that, because of forceful truck con. 
petition, any rate higher than 60 cents would decrease rathe 
than increase respondents’ revenues. 


Cantaloupes 


No. 26327, W. E. Keplinger, receiver, S. A. Gerrard Co, ys 
B. & O. et al. By division 4. Rates, cantaloupes and honeydey 
melons, in straight and mixed carloads, Crowley and Numa, 
Colo., to Lynchburg, Va., unreasonable to the extent they ex. 
ceeded $1.14, minimum 24,000 pounds, in the past and to the 
extent they may exceed the contemporaneous column 35 rates, 
minimum 20,000 pounds. Reparation awarded and waiver of 
undercharges authorized. New rates to be effective not later 
than May 16. Shipments were made between September 8, 193), 
and September 20, 1933. 

Lumber 


Fourth section application No. 15625, lumber from south 
Pacific coast. By division 2. Chicago, Milwaukee, St. Paul & 
Pacific and parties to Toll’s I. C. C. 1314, authorized, in fourth 
section order No. 11809, to establish and maintain rates, lum. 
ber, shingles and related articles, from south Pacific coast 
origins to points in Iowa, Minnesota and Wisconsin, without 
observing the long and short haul part of section 4, the same 
as over competing routes in connection with the C. St. P. M. & 
O., not higher than those prescribed or approved in Burlington 
Shippers’ A’ssociation vs. A. T. & S. F., 107 I. C. C. 198, subject 
to the 331/3 per cent circuity limitation. 

Utah Edible Livestock 


No. 26590, Utah edible livestock rates and charges. By 
the Commission. Report by Commissioner Lee. Present in- 
trastate rates, edible livestock, between points in Utah not 
shown to have caused or to cause any undue preference or 
prejudice as between persons or localities in intrastate com- 
merce on the one hand and interstate or foreign commerce 
on the other, or any unjust discrimination against interstate 
commerce. Proceeding discontinued. 


Coal Reparation 


No. 24899, A. B. Cole & Sons et al. vs. Missouri Pacific et al. 
By the Commission. Report by Commissioner Porter. Upon further 
hearing amounts of reparation due determined and ordered to 
be paid, except as to Otterville Co-Operative Association, No. 29), 
on account of unreasonable rates, coal, points in Illinois to desti- 
nations in Missouri. Rates found unreasonable in the prior 
report, 198 I. C. C. 252. Otterville Co-Operative Association, No. 
290, allowed 30 days in which to request further hearing on the 
question of reparation otherwise, says the report, reparation will 
be denied. The question as to wards to the cooperative asso- 
ciation was as to the sufficiency of the evidence presented, 
namely, receipted freight bills about which the witness had no 
personal knowledge. Commissioner Mahaffie, in a concurring 
expression, said the majority had erred in awarding reparation 
in the prior report. On the question as to whether freight bills 
offered in support of this sort of claims for reparation should 
be identified, he said, he agreed that identification was essential. 
Commissioner Miller concurred in Mr. Mahaffie’s expression. 





NYPANO BONDS 

The Commission, by division 4, in Finance No, 10728, New 
York, Pennsylvania & Ohio Railroad Co. bonds, has authorized 
the Nypano Railroad Co. to extend to March 1, 1950, the maturity 
of $8,000,000 of prior lien mortgage extended 4.25 per cent bonds 
of the New York, Pennsylvania & Ohio Railroad Co., with inter 
est in the period extended at the rate of 4.25 per cent. It has 
also granted authority to the Erie Railroad Co., a co-applicant, 
to assume obligation and liability, as lessee, in respect of the 
payment of interest on the $8,000,000 of N. Y. P. & O. prior lien 
mortgage extended 4.25 per cent bonds at the rate of 4.25 per 
cent per annum for the period of extension. The bonds, origin 
ally, were payable March 1, 1895, with interest at the rate of 6 
per cent. By agreement the maturity date was extended to 
March 1, 1935, with interest at the rate of 4.25 per cent. About 
$2,200,000 of the bonds are held abroad, $2,000,000 being held I 
Holland. 
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February 16, 1935 


DISPLACED EMPLOYES’ PAY 


In approving the plan disclosed in Finance No. 10630, appli- 
cation of the Baltimore & Ohio for authority under section 1 (18) 
acquire trackage rights over the Pittsburgh & Lake Erie between 
McKeesport and New Castle Junction, Pa., the Commission, by 
division 4, So acted because opposition to the application had 
peen Withdrawn (see Traffic World, February 9). Employes of 
the Baltimore & Ohio who will be displaced by reason of the 
Baltimore & Ohio operating over the Pittsburgh & Lake Erie 
tracks, acting through their unions, opposed the application 
unless and until arrangement was made for giving them some- 
thing for their displacement. When G. M. Harrison, for the As- 
sociation of Railway Labor Executives, notified the Commission 
that the opposition of the labor unions was withdrawn the Com- 
mission approved the arrangement. 

The record does not show any reason for the withdrawal of 
opposition. According to Coordinator Eastman, however, it is 
understood that an agreement has been reached by the Baltimore 
& Ohio and the employes concerned whereby compensation is 
to be paid to them, for their displacement, equal to the first 
year’s savings by reason of what he calls this “trackage coordina- 
tion.” The savings, on the present volume of traffic, amount to 
about $52,000 a year. At the hearing in the case it was testified 
that “about fifty’ employes would be “affected” by the coordina- 
tion. The sums received will be in the nature of “dismissal 
compensation.” Coordinator Eastman, in his recent recommenda- 
tions for legislation, submitted a bill for dismissal compensation, 
such dismissal compensation plan to be integrated with the 
annuities to be granted under the railroad retirement act. 

In the course of the negotiations between the Baltimore & 
Ohio and its employes the coordinator held that the proposed 
trackage right was an act of coordination subject to the emerg- 
ency legislation which created the office of coordinator. 


Ss. A. U. & G. ABANDONMENT 


On rehearing in Finance No. 9701, San Antonio, Uvalde & 
Gulf Railroad Co. abandonment, the Commission has denied the 
application of that subsidiary of the Missouri Pacific System and 
its receivers for permission to abandon that part of its line 
between Gardendale and the north bank of the Frio River, in 
LaSalle county, Tex., a distance of about 28 miles. Thereby the 
Commission reversed the finding of division 4, in the prior report, 
199 I. C. C. 83, permitting the applicants to abandon. Commis- 
sioners, Meyer, Mahaffie and McManamy dissented, the two first 
mentioned writing their non-concurring views. ‘ 

After the abandonment proceedings were under way and 
under an agreement a modified service was installed on the line 
marked for abandonment, which at the time of the further hear- 
ing, May, 1934, had been in use for less than a year. The Com- 
mission said that results could not then be fairly measured. 

Furthermore the Commission pointed out that the applicant 
line and other subsidiaries of the Missouri Pacific were in the 
hands of trustees and at some future time would be the subject 
to reorganization proceedings. "Whether under such proceeding 
the S. A. U. & G. would continue as a subsidiary of or be ac- 
quired by the Missouri Pacific, or turned back to its creditors, 
the Commission said it had no way of knowing. It was con- 
ceded, the Commission said, that were the §. A. U. & G. an 
independent line not controlled by the Missouri Pacific, the aban- 
donment here proposed could not be justified as it would leave 
the railroad properties of the former in disconnected segments. 
Pending determination of the status of the line under reorganiza- 
tion the Commission said it was of the opinion that no action 
should be taken looking to the disruption of its line. 

_ Commissioner Meyer, in his dissent, said he could find noth- 
ing of weight, from a transportation standpoint, justifying denial 
of abandonment. 

In his dissent Commissioner Mahaffie said the majority erred 
in using the statement that the property might be turned back 
to its creditors as a basis for refusing an application otherwise 
justified on the record. 


FINANCE APPLICATIONS 


Finance No. 10574. Dalles & Southern Railroad Co. asks authority 
to issue 700 shares of no-par value capital stock so as to give cor- 
Porate form to a railroad in operation in Oregon formerly owned and 
perated by the Great Southern Railroad Co. of Oregon. The rail- 
— Was bought in 1908 and has been in operation since that time. 
+e Shares to be issued are to be exchanged for shares formerly held 
In the Great Southern Railroad Co. 


UNCONTESTED FINANCE CASES 


th Supplemental report and certificate in F. D. No. 8374, authorizing 
i Texas & New Orleans R. R. Co. to acquire and construct a line 
railroad in Harris county, Tex., approved. 


rh peport and certificate in F. D. No. 10658, permitting the Montana 
- to abandon operation, as to interstate and foreign commerce, 

entire railroad in Johnson county, Ark., approved. 

eport and certificate in F. D. 


of its 
No. 10700, permitting the Nash- 
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ville, Chattanooga & St. Louis Railway to abandon a part of a branch 
line of railroad in White county, Tenn., approved. 

Report and certificate in F. D. No. 10654, permitting the abandon- 
ment (a) by the Butler County Railroad Co. of a branch line of rail- 
road in Clay county, Ark., and (b) by the St. Louis-San Francisco 
Ry. Co. and its trustees of operation thereof, approved. 

Report and certificate in F. D. No. 10727, authorizing Legh R. 
Powell, Jr., and Henry W. Anderson, receivers of the Seaboard Air 
Line Railway Company, to construct a branch line of railroad in Duval 
county, Fla., approved. 


SALE OF RAIL LOAN COLLATERAL 


Argument was heard by the Supreme Court of the United 
States this week in the series of cases involving the question 
of whether a bankruptcy court, in a proceeding for the reor- 
ganization of a railroad under section 77 of the federal bank- 
ruptcy act, has power summarily to enjoin the sale by a pledgee 
of validly pledged collateral, consisting of mortgage bonds of 
the pledgor railroad and of a subsidiary, when such sale is 
authorized by the pledge agreement, and related questions. 
The cases are Nos. 479 to 488, inclusive, Continental Illinois 
National Bank & Trust Co., petitioner, vs. Chicago, Rock Island 
& Pacific et al. 

The Reconstruction Finance Corporation and five banks are 
asking reversal of the decision of the U. S. Circuit Court of 
Appeals for the seventh circuit, which affirmed the decision 
of the federal court for the northern district of Illinois that 
the RFC and the banks could not sell or otherwise dispose 
of collateral securities pledged by the Chicago, Rock Island & 
Pacific for notes until the further order of the court. 


CARLOAD COTTON RATES 


The Trafic World Washington Bureau 


Three days were devoted this week by the Commission to 
listening to arguments on the two-part proposed report sub- 
mitted by Examiners G. H. Mattingly and Claude A. Rice in No. 
26235, cotton from and to points in the southwest and Memphis, 
Tenn., No. 25800, Houston Cotton Exchange & Board of Trade 
et al. vs. A. & S. et al. and three sub-numbers thereunder, New 
Orleans Joint Traffic Bureau vs. A. & L. M. et al., Houston 
Cotton Exchange & Board of Trade vs. Same and Board of 
Commissioners Lake Charles Harbor & Terminal District vs. 
Same. The arguments were begun on February 13. The ex- 
aminers submitted a two-part report because they were not 
able to agree as to what should be done by the Commission 
with regard to the relationship of carload rates on cotton from 
the cotton fields to Texas ports and other destinations, the 
rates being based on ‘minima of 25,000, 50,000 and 75,000 pounds. 

The carload rates were instituted by the carriers in an 
effort to defeat the competition of a combination of barges and 
trucks bringing cotton from the interior to the ports and other 
gateways but chiefly to the ports. The port handlers of cotton 
asserted that the minima favored the interior merchants and 
unduly prejudiced them. (See Traffic World, November 10, 
1934, p. 779.) Assignments of time for arguments were made 
to the following: 

R. C. Fulbright, Ports Compress & Warehouse Association; 
George H. Muckley, Texas & New Orleans; F. L. Wallace, Den- 
ver City Lines; F. R. Dalzell, Houston Cotton Exchange & Board 
of Trade; E. H. Thornton, Galveston Cotton Exchange et al.; C. A. 
Mitchell, New Orleans Joint Traffic Bureau et al.; C. D. Arnold, 
Lake Charles Harbor District; C. M. Spence, Missouri Pacific 
et al.; Elmer A. Smith, Illinois Central; B. F. Batts, St. Louis- 
Southwestern; J. T. Money, Memphis Cotton Exchange et al.; 
J. C. Murray, Arkansas & Southeastern Missouri cotton ‘ship- 
ping interests; Carl R. Cunningham, American Cotton Manu- 
facturers et al.; C. B. Bee, Oklahoma commission; A. L. Reed, 
Southwestern Compress & Warehouse Association et al.; V. 
Alexander, cotton shippers of Memphis, Tenn. 


COMMISSION ORDERS 


_ 1. & S. 3981, Sweetclover seed from, to and between Western Trunk 
Line points. Proceeding reopened for further hearing on the issue of 
the rate and the minimum weight. 

1. & S. 3984, Scrap iron and steel from Richmond, Va. Petition of 
protestants, F. H. Nott, Richmond Chamber of Commerce, and Vir- 
ginia Shippers’ Association for reconsideration and argument before 
the whole Commission denied. 

No. 14993, Wichita Board of Commerce et al. vs. A. T. & S. F. et 
al. Petition of complainants for reconsideration on record as made 
and for modification and reversal of the report denied. 

No. 17056, Norris Fertilizer Co. vs. L. & N. et al. Fourth petition 
of complainant for rehearing and reconsideration denied. 

No. 20194, Fredonia Linseed Oil Works Co. vs. A. T. & S. F. et al. 
Petition of defendants to vacate and set aside the order of December 
3, 1934, denying defendants’ petition of September 12, 1934, for re- 
hearing and vacation of reparation order of February 8, 1932, denied. 

No. 21267, Signal Mountain Portland Cement Co. vs. A. G. S. et 
al. Petition on behalf of Seaboard Air Line for reargument and recon- 
sideration denied. 

No. 21377, W. S. Dickey Clay Manufacturing Co. vs. A. & R. et al. 
Petition of interveners, North Carolina Utilities Commission and Po- 
mona Terra Cotta Co. for rehearing denied. 
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No. 23805 (Sub. 4), Roanoke Retail Merchants’ Association vs. 
N. & W. et al. Motion of complainants to vacate the order of June 
11, 1934, overruling complainant’s motion of May 11, 1934, for alteration 
and correction of language on the nature of findings contained in the 
supplemental report of December 30, 1932, overruled. 

No. 23853, Crown Mills vs. S. P. & S. et al. Proceeding reopened 
for further consideration. 

No. 24169, Mead Paperboard Corporation et al. vs. C. & O. et al. 
and No. 23842, Virginia State Corporation Commission N. & W. et al. 
and No. 25761, Sub. 1, Kinnier Co. et al. vs. C. & O. et al. Petition 
of Traffic Bureau, Lynchburg Chamber of Commerce, intervener in 
Nos. 24169 and 23842 and representing complainants in No. 25761, 
Sub. = for reopening for further hearing or certain alternative action 
denied. 

No. 24402, Farm Seed Association of North America et al. vs. A. 
T. & S. F. et al. Third supplemental petition of defendants for rehear- 
ing and reconsideration, consisting of two documents entitled ‘‘Part 
I’ and ‘‘Part II’ denied. 

No. 25254 and Sub. 1, Chamber of Commerce of Fargo, N. D., et 
al. vs. A. C. & Y. et al. Proceedings reopened for further hearing, at 
such time and place as the Commission may hereafter direct, on ques- 
tion of rates and minimum weight for the future. 

No. 25511, Maine Potato Growers & Shippers’ Association vs. B. 
& Ar. and No. 25679, Town of Searsport, Maine, et al. vs. same. Pe- 
tition of complainants for rehearing denied. 

No. 25688, Princeton Mining Co. vs. A. W. & W. et al. Order en- 
tered herein on December 4, 1934, is modified to become effective on 
April 13, 1935, upon not less than 30 days’ notice. 

No. 25888, Kansas Milling Co. et al. vs. A. T. & S. F. et al. Pe- 
tition of complainants for rehearing and/or reconsideration by entire 
Commission denied. 

No. 25897, Great West Mill & Elevator Co. vs. C. R. I. & P. et al. 
No. 26104, Light Grain & Milling Co. vs. B. M. & E. et al. and No. 
26151, Harvest Queen Mill & Elevator Co. et al. vs. A. T. & S. F. et 
al. Petition of complainant in No. 25897 only (consolidated with 26104), 
and petition of complainant in No. 26151, for reconsideration and 
modification of findings and orders denied. 

No. 25908, D. S. Keefe et al. vs. A. T. & S. 
reopened for reconsideration on record as made. 

No. 25933, West Virginia Coal & Coke Corporation vs. B. & O. et 
al. Petition of complainant for rehearing denied. 

No, 25999, J. E. Corcoran et al. vs. A. C. L. et al. 
tion of defendants for reconsideration denied. : 

No. 26116, Becker Roofing Co. vs. C. M. St. P. & P. et al. Peti- 
tion of complainant for reconsideration denied. ; 

No. 26255, H. Moffat Co. et al. vs. S. P. Co. Petition of defendant 
for rehearing or reargument denied. He ; 

No. 26289, Olean Glass Co. vs. Pennsylvania. Petition of complain- 
ant for reconsideration or oral hearing denied. 

No. 26298, Grand Island Livestock Commission Co, et al. vs. A. T. 
& S. F et al. Petition of complainants for reconsideration on_the 
record of the report and order and for modification thereof denied. 

No. 26318, Ohio Mushroom Co. et al. vs. B. & O. Chicago Terminal 
et al. Petition of complainants for reconsideration and/or rehearing 
denied. ewe 

No. 26343, Ryon Grain Co. vs. G. T. W. et al. Petition of com- 
plainant for oral hearing, reargument or reconsideration denied. 

No. 26353, Bowersock Mills & Power Co. vs. A. T. & S. F. et al. 
Petition of complainant for reconsideration denied. = 

No. 26373, Artkraft Sign Co. vs. N. Y. C. & St. L. et al. Petition 
of defendants for reconsideration and modification of findings denied. 
\{/} 
bY 


F. et al. Proceeding 


Second peti- 


| No. 26364, Lair Motor Co. vs. M. C. et al. Petition of complainant 

consideration denied. 

No. 26714, Chester B. 
fendants to require complainant 
certain overruled. 

No. 26760, Fertilizers from, to and within the Official Territory. 
Order of December 3, 1934, is vacated and proceeding of investigation 
discontinued. 

No. 14838, Buhner Fertilizer Co. vs. B. & O. et al. 
October 20, 1924, entered herein is vacated and_set aside. ; 

No. 26185, Globe Oil & Refining Co. vs. A. T. & S. F. Motion of 
complainant to reconsider its petition of July 20, 1934, for rehear- 
ing or reargument, which was denied on September 28, 1934, sustained, 
and proceeding reopened for rehearing under the shortened pro- 
cedure. 

No. 26225, W. H. Driggers vs. A. T. & S. F. et al. Motion of 
complainant for reconsideration overruled, and proceeding reopened 
for reconsideration on the Commission’s own motion. 

No. 26261, and Sub. 1, Hausman & Wimmer Co. (Commonwealth 
Trust Co. of Pittsburgh, receiver), vs. A. A. et al. Proceedings re- 
opened for reconsideration on the records as made as to the reason- 
ableness of the rates in the past. 


Finance No. 9791. Southern Pacific proposed abandonment. Pro- 
—_-= is assigned for further hearing at a time and place to be 
ixed. 

Finance No. 10536, Santa Fe, San Juan & Northern proposed pub- 
lic works improvement. Application dismissed for want of prosecu- 
tion. 

No. 26627, Kansas City Stock Yards Co. et al. vs. A. & S. et al. 
Motion of Armour & Co., intervener, to dismiss complaint as repe- 
titious and as raising issues already before the Commission in a pro- 
ceeding to which complainants are parties, and motion of Western 
Trunk Line and Southwestern carriers, defendants herein, to dismiss 
the complaint on the principal ground that the Commission has de- 
cided the issues involved within the past twelve months, overruled. 

Ex Parte 96. Through routes and joint rates between Inland 
Waterways Corporation and other common carriers. Effective date 
al of May 4, 1933, as amended, is postponed until September 3, 

No. 22487, Wm. W. Wheelock and Wm. G. Bierd, as receivers of 
Railways and Property of C. & A. vs. A. C. & Y. et al. Proceeding 
reopened and set for hearing at Hotel Morrison, Chicago, IIl., on 
March 22, 1935, 10 a. m. standard time, before Examiner Way. 


PETITIONS FOR REHEARING, ETC. 


_ No. 17000, part 2, rate structure investigation, Wester ‘ 
Line Class Rates. State of South Dakota - a. and ee lle omg 
sociation of Aberdeen, S. D., ask for reopening, reconsideration and 
modification of sixth supplemental report and order. 

No. 17000, part 2, rate structure investigation, Western Trunk Line 
Class Rates, and Ex Parte 87, part 1, class rates within Western” 
Trunk Line Territory. Respondents, carriers serving official territory, 


Brown vs. Arkansas et al. Motion of de- 
to make the complaint definite and 


Order of 
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western trunk lines, and northern lines ask for modification of «,, 
supplemental report and order. sit 
_ No. 17000, part 7, grain and grain products within the Westen 
district and for export. Central Missouri Millers’ Club asks for & 
consideration of the record and modification of certain findings, .. 
clusions and orders, and Tex-O-Kan Flour Mills Co., Morten Mil, 
Co., Fant Milling Co., Collin County Mill & Elevator Co., Burrus y, 
& Elevator Co., Burrus Mill & Elevator Co. of Oklahoma, Liberty Mi. 
Texas Star Flour Mills, Perry Burrus Elevators, Burrus Panhang 
Elevators, Burrus Lone Star Elevators and J. C. Crouch Grain Ch 
ask for reconsideration on present record and modification of cers: 
findings and orders. 7 
_ No. 17000, part, 2, rate structure investigation, Western Try 
Line Class rates. Chicago Association of Commerce asks for cs 
opening, reargument, reconsideration and modification of sixth sun. 
ea report and order of the Commission herein dated Octobe: 


No. 17482, Traffic Bureau, Lynchburg Chamber of Commer, 
Lynchburg, Va., vs. Erie et al. Complainant asks for reopening api 
reversing of the order dismissing the complaint, granting the rej 
prayed for and entering such further order or orders in the prey. 
ises as may be deemed reasonable and just by the Commission. 

No. 17505, Traffic Bureau, Chamber of Commerce, Lynchburg. y; 
vs. Pennsylvania et al. Prayer same as in No. 17482. dae 

No. 17867. Traffic Bureau, Chamber of Commerce, 
Va., vs. D. L. & W. et al. Prayer same as in No, 17482. 

1. & S. 4035, lumber in official territory. Rail carriers in offic, 
territory, respondents herein, ask the Commission to issue ordes 
broadening the scope of the issue or permitting the carriers ; 
broaden the issue in that proceeding and to consolidate with yy 
26402, Weyerhaeuser Timber Co. vs. Pennsylvania et al., and various 
other proceedings concerning lumber in official territory. 

No. 17000, part 7, rate structure investigation, grain and graiy 
products within western district and for export. Memphis Merchant 
Exchange asks for reconsideration of Commission’s order in so far as 
concerns relationship of proportional rates to Louisiana points ani 
to Texarkana, Ark., from Memphis, Tenn., and other points. 


Finance No, 10105, In the matter of application of D. & R. GW. 
for a certificate of public covenience and necessity authorizing it to 
abandon its branch line of Narrow Gauge Railroad between Pagosa 
Junction and Pagosa Springs in Archuleta County, Colo. Protestants, 
state of Colorado, Public Utilities Commission of Colorado, the 
board of County Commissioners of Archuleta County, Colo., and the 
town of Pagosa Springs, Colo., ask for rehearing and reconsidera- 
tion of Commission report. 


No. 17000, part 2, Rate structure investigation, western trunk line 
class rates, and Ex Parte 87, Sub. 1, class rates within western 
trunk line territory. L. E. Kipp for carriers in W. T. L. territory, 
B. T. Jones for carriers in Central Freight Association territory, 
W. _S. Curlett for carriers in Trunk Line Association territory, and 
F. Van Ummersen for carriers in New England Freight Association 
territory, ask for postponement of effective date of sixth supple- 
mental report for an additional four months, or from March 20, 1935, 
to July 20, 1935. 

No. 17000, part 7, Grain and grain rates in western district, and 
for export. Public Utilities Commission of state of Idaho asks for 
reconsideration and modification of certain findings in the Com- 
mission’s report and order herein; Nebraska State Railway Con- 
mission asks for reconsideration and modification of certain por- 
tions of the report and order of October 22, 1934; and the Omaha 


oa Exchange asks for reconsideration and modification of certain 
indings. 


; No. 17000, part 7, Rate structure investigation, grain and grain 
products within the western district and for export. North Panhandle 
Grain Shippers’ Association asks for reconsideration of the record in 
this proceeding and for modification of certain findings, conclusions 
and orders herein. 

___No. 26152, and Sub. Nos. 1, 3 and 4, Grand Island Livestock 
Commission et al. vs. A. C. & Y. et al. Complainants ask for re- 
opening and reargument for the purpose of receiving new and further 
evidence on controlling matters pertinent to the case and for reopen- 
ing of Hugo Strauss Packing Co., Inc., vs. A. & V. et al., 155 1. C.¢. 
183, and George Thompson et al. vs. B. & O. et al., 198 I. C. C. 540. 


Lynchburg 





HORSE AND MULE RATES 
The Supreme Court of the United States will review No. 
670, Texas & New Orleans Railroad Co. et al., appellants, vs. 
United States and Interstate Commerce Commission, in which 
the carriers involved seek injunctive relief from an order re 
quiring reductions in rates on horses and mules in the south- 
west. The court noted that it had probable jurisdiction in the 
case February 11. The petitioners said the action was to el 
join Fourth Section Order No. 11340 of July 24, 1933, and als9 
an order of December 11, 1933, entered in Western Horse and 
Mule Rates, embracing No. 12358, Texas Livestock Shippers’ 
Protective League et al. vs. Director General, as agent, et al. 
and other cases, the effect of the orders being to compel peti 
tioners to establish and maintain lower rates on horses and 

mules between points in southwestern states. 


DIXIE ROUTE LITIGATION 


The New York Central and the Louisville & Nashville Rail 
roads, according to the understanding of the situation at Co- 
ordinator Eastman’s office, do not plan to contest further the 
order of the coordinator forbidding the transfer of Dixie trans 
from the Chicago & Eastern Illinois to the New York Central's 
Big Four tracks. The last effective date of the coordinators 
order was February 1. It has not been changed. The order Was 
upheld by Federal Judges Evans, Barnes and Sullivan at Chi- 
cago (see Traffic World, Dec. 1, p. 941). At that time it was 
stated by counsel for the carriers attacking the order that 4? 
appeal would be prepared. 
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February 16, 1935 


DRIED COAL MOISTURE CONTENT 


N a report on further hearing in No. 26021, Illinois Coal 

Trafic Bureau vs. A. & W. et al., Examiner R. N. Trezise has 
recommended that the Commission find unreasonable the rules 
of the carriers for the deduction of moisture content from the 
weight of dewatered or dried coal from mines in Indiana to 
destinations in Illinois, Indiana, lowa, Missouri, Kansas, Ne- 
braska, Minnesota, the Dakotas and Wisconsin and require their 
cancellation. In the original report, 201 I. C. C. 117, division 4, 
found that the evidence did not warrant the issuance of a 
summary order at that time, condemning all allowance rules 
on such coal. The division said that before a finding of un- 
reasonableness was considered the defendants would be al- 
lowed 90 days in which to make an adequate test of origin and 
destination weights upon a sufficient number of carloads of 
washed coal from Indiana to be truly representative of the sit- 
uation and that at the expiration of that period, the case would 
be set for further hearing. 

Illinois mine operators shipping from the southern Illinois 
rate group, who did not wash their coal as washing was not 
required, complained that the allowance for moisture content 
on the Indiana coal that was washed and dried gave the Indiana 
operators an advantage and induced buyers to take Indiana coal 
instead of southern Illinois coal. For example, Trezise said, 
ifa carload of washed and dried No. 3 nut coal weighing 100,000 
pounds at point of shipment in Indiana was sent to Chicago, 
charges under the prevailing allowance would be assessed on 
the basis of 94,000 pounds, the allowance being 6 per cent for 
moisture. That was done, said the examiner, although it was 
a common practice, with few exceptions, to have the shipper 
bill the consignee for the coal on the basis of 100,000 pounds. 
That practice, Trezise said, was explained by the Indiana in- 
terests on the theory that it was a mere bookkeeping practice, 
or of convenience. He said the ground for complaint would be 
removed if the shipments actually weighed at destinations no 
more than the origin weights less the per cent of allowance for 
moisture provided in the tariffs. But, the examiner said, 17 
carloads in a test averaged 5,000 pounds a car more than the 
weight upon which charges were collected. 

Since the original hearing, Examiner Trezise said, tests 
were made of the origin and destination weights of 20 additional 
carloads, consisting of 1144 inch screenings, from Midland and 
Latta, Ind., to Chicago, Utica and Rockford, Ill., Cedar Rapids, 
la, Madison, Wis., and other destinations in Illinois and Wis- 
consin. The weights at destinations or reweigh points near the 
destinations, he said, averaged 3,016 pounds more than the 
weights upon which freight charges were assessed. 


The test figures on the 20 carloads, Examiner Trezise said, 
indicated that the 6 per cent deduction for moisture was more 
than twice as high as it should be to enable assessment of 
charges on the basis of the average net weights at the destina- 
tions shown in a table in the report. The figures presented on the 
present record as to the amount of the shrinkage in transit 
because of moisture indicated, said Trezise, that the 6 per 
cent allowance was nearer the accurate figure, although more 
than twice as high as it should be, than the figures on the 
original record. One reason for that variance, he said, might 
be due to the fact that some of the cars in the last test moved 
greater distances than those in the first. All the cars in the 
first test moved to Chicago. 


The Indiana interests, the report said, insisted that the 
lests as presented here were not adequate upon which to base 
an affirmative order. Complainant proffered its services to co- 
operate with the defendants in the ascertainment of more ad- 
equate tests, but Trezise said the defendants did not avail them- 
Selves of those services. Naturally, he added, the Commission 
must rely upon the evidence before it. Adequate opportunity, 
he said, had been afforded the defendants to make the proper 
tests and it must be assumed that the figures presented were 
the best that they could ascertain. 


. _Under the circumstances, Examiner Trezise said, it was 
ge that the rule as to moisture shrinkage on No. 3 nut 
om . 0. 4 pea coal and No. 5 duff coal, mixed, including 14 
Screenings, should be canceled and not restored until a 
si comprehensive record was before the Commission, the 
eS Mentioned being those included in the tests. 
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PROPOSED REPORTS 


Battery Separator Stock 


No. 26664, West Coast Separator Co. et al. vs. A. T. & 
S. F. et al. By Examiner Leonard Way. Dismissal proposed. 
Rates, battery separator stock, carloads, Los Angeles, Calif., 


to Minneapolis, Minn., Milwaukee, Wis., and Cragin Station, II1., 
proposed to be found inapplicable in some instances. Appli- 
cable rates proposed to be found unreasonable to the extent 
that on battery stock, machined, viz., grooved, furrowed or 
corrugated, less than 18 inches in length, within the statutory 
period prior to September 1, 1932, they exceeded 87 cents. The 
examiner recommended that outstanding undercharges' be 
waived. Other rates involved proposed to be found not unrea- 
sonable. The examiner said that the Commission should find 
that the applicable rates were fifth class of $2.46 to Minneapolis 
and $2.58 to Milwaukee and Cragin Station and that there were 
outstanding undercharges. He said the Commission should find 
that the rate of 87 cents assessed on shipments on and after 
September 1, 1932, to and including February 28, 1933, was 
applicable and that the 2 cent emergency charge assessed was 
also applicable. 
Hay and Straw 


No. 26634, Merchants’ Exchange of St. Louis vs. M.-K.-T. 
et al. By Examiner Leonard Way. Rates, hay and straw, 
points in Kansas, Missouri, and Oklahoma to St. Louis, Mo., 
and East St. Louis, Ill., proposed to be found unreasonable in 
some instances and unduly prejudicial in others. Way said 
there was no transportation condition why the rates from the 
Kansas and Missouri shipping points, mostly in western trunk 
line zone II and Missouri B-1 territory, should be higher than 
in the territory for which the 12244 scale (shown in Hay Rates 
with Western District, 195 I. C. C. 461) was prescribed and 
that the Commission should find the rates assailed from Kan- 
sas, Missouri and Oklahoma unreasonable to the extent they 
may exceed the single and joint-line scales prescribed in the 
Oklahoma case, 101 I. C. C. 116, computed and applied in the 
manner there provided for application between Oklahoma, on 
the one hand, and Kansas and Missouri, on the other. The 
examiner said the assailed rates to St. Louis and East St. Louis 
were relatively higher than the interstate rates to Kansas City, 
Omaha and related points. Apparently, he said, that was be- 
cause the latter rates from southeastern Kansas, southwestern 
Missouri and northeastern Oklahoma to the Missouri River 
destinations were controlled by the lower Kansas intrastate 
rates. He said the Commission should find the interstate rates 
to St. Louis and East St. Louis unduly prejudicial to the com- 
plainant and unduly preferential to Kansas City, Omaha and 
related points and order the removal of the undue prejudice. 


Pine Tar Wrapping Paper 
No. 26598, Continental Paper & Bag Corporation vs. Boston 
& Maine et al. By Examiner W. A. Maidens. Rate, one car- 
load, pine tar wrapping paper, Rumford, Me., to New York, N. Y., 
97 cents applicable en “moth paper” inapplicable and unrea- 
sonable to the extent it exceeded or may exceed 31 cents, the 
rate which was originally collected, the 97 cent rate being 
claimed in a bill for undercharges. New rate and reparation 
proposed. Shipment was made in June, 1934. 


Second-Hand Engines 


No. 26455, Stanolind Pipe Line Co. vs. A. T. & S. F. et al. 
By Examiner A. S. Worthington. Dismissal proposed. Rates, 


second-hand internal combustion engines, power pumps and 
accessories, in mixed carloads, points in Wyoming and Nebraska, 
shipments in September and October, 1931, to destinations in 
Illinois and Missouri, proposed to be found not unreasonable. 


G. & F. MAIL PAY CASE 


A three-judge federal court in the Augusta, Ga., division of 
the southern district of Georgia, in equity No. 207, W. V. Griffin 
and H. W. Purvis, receivers for the Georgia & Florida Railroad 
vs. United States and Interstate Commerce Commission, has an- 
nulled an order of the Commission denying increased compensa- 
tion to that road for the carriage of the mails, 192 I. C. C. 779. 
The court, consisting of Circuit Judge Sibley and District Judges 
Barrett and Underwood, has decreed that the Commission shall 
take such further action in the premises ag the law requires in 
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view of the annulment and setting aside of the order of May 
10, 1933, that being the date of the order in which the Com- 
mission denied the application of the Georgia & Florida for 
increased compensation. 

The court said that inasmuch as it had not the authority to 
fix the compensation it did not deal with the question of what 
per cent of return on the investment of the railroad, if any, would 
be required to make the compensation fair and reasonable. 

According to the court the suit challeged the conclusion 
drawn by the Commission from undisputed facts. It said that 
facts developed in a “cost study” were ascertained by the appli- 
cation of rules prescribed by the Commission. It said that all 
parties agreed that a “cost study” was not and could be mathe- 
matically correct but was an approximation. The cost study, the 
court added, showed, among other facts, that there was a deficit 
in net operating income from mail of $4,945 based upon 193 
operations. It further disclosed that the distribution of expense 
upon the expense ratios showed that the “ratio for mail service 
was $102.79,” or that for every dollar the receivers obtained for 


transporting mails they expended 102.79 cents. In part, the 
court further said: 
The fact that this railroad lost more money on other services 


rendered by it or that other railroads transported mail under sim- 
ilar, if not identical conditions, at a profit or that this railroad be- 
longed in a certain classification established by such Commission, 
known as Class 1 railroads and that therefore it should be in accord 
with other railroads of such class as to compensation as to mail, 
do not refute or impair the fact that the compensation allowed this 
railroad for the transportation of mail does not equal the cost of 
so doing. 

While it is true that ‘‘for the purpose of determining and fixing 
rates or compensation hereunder the Commission is authorized to 
make such classification of carriers aS may be just and reasonable 
and * * * fix general rates applicable to all carriers in the same classi- 
fication,’’ it can fix such rates only ‘‘where just and equitable.” 

The transportation of mail by railroads is compulsory but they 
are ‘‘entitled to receive fair and reasonable compensation” for such 
transportation and for the service connected therewith. 

here is no attack upon the efficiency of the operation of this 
railroad. There is no charge of extravagances. The bald fact remains 
that this railroad is required in order to escape severe punishment 
to transport mail at a compensation fixed by such Commission and 
that such compensation does not pay the actual cost of service. This 
compenSation is not in compliance with the duty on the United 
States to pay ‘fair and reasonable compensation” and is not ‘‘just 
and equitable,”’ 


PASSENGER FARE INQUIRY 


The Traftic World Washington Bureau 

Hearings were resumed, on February 13, by Commissioner 
Porter, Examiner Koch and the members of the committee of 
states cooperating in the matter, in No. 26550, passenger fares 
and surcharges. (See Traffic World, January 19, p. 105.) West- 
ern and southern roads were expected to consume the bulk 
of the time at the resumed hearing, although the eastern phase 
had not been definitely closed. 

F. G. Gurley, assistant operating vice president of the Chi- 
cago, Burlington & Quincy, put into the record considerations 
that had moved western railroads to take the steps they took 
with a view to improving their passenger revenues. 

Answering questions put to him by H. L. Walker, his 
counsel, Frank L, Jenkins, passenger traffic manager of the 
Southern Railway, after telling the facts about the wrecking 
of the passenger business of the southern railroads, said that 
the Southern was prepared, on January 1, 1935, to put into 
effect, without limitation date, the basis of fares that has 
been in use on that and other southern roads since December 
1, 1938. Under the Commission’s permission, he said, the fares 
were in effect, with September 30, 1935, as the expiration date. 

Statistics about the passenger business and revenue there- 
from were submitted by J. S. Tassin for the Southern Railway 
and by I.. L. Knight for the Seaboard Air Lines. 

G. Z. Phillips, passenger traffic manager of the Seaboard 
Air Line, reviewed the improvement in passenger business at- 
tributable in part, as he said, to the reduced fare basis. the 
improvement in business and the use of air conditioned equip- 
ment. He pointed out, however, that the S. A. L. had increased 
passenger business between New Orleans, La., and Jackson- 
ville, Fla., on which air conditioned equipment was not used. 

Attorneys for interests advocating reduced passenger fares 
tried hard to induce Mr. Phillips to express an opinion as to 
whether a reduction in fares in the eastern district wouTd 
result in better business for the eastern lines, but Mr. Phillips 
would not be lured into a discussion on that point. To many 
of the questions he said he did not know or had no knowledg 
of the conditions. 

A. F. White, Assistant Director of Coordinator Eastman’s 
Section of Transportation Service, was recalled for cross ex- 
amination and also to put into the record further figures as 
to the result of operations under the varying bases of fares in 
the three big divisions of the country. He had figures for the 
eleven months of 1934 ended with November. The figures were 
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in the ferm of indices which were quotients obtained by divig 
ing aggregate passenger traffic units and revenues of each » 
the first eleven months of 1934 by the average of sjmjj,, 
aggregates of the same month in 1931, 1932 and 1933, Th 
figures showed that the revenues of the southern railroads fro, 
their passenger business were still ascendirg while those ,; 
the roads in other districts were not changing to any nota}; 
extent. 


FHA INCREASES CARLOADINGS 


Increased demand for freight accommodations by manuty. 
turers of capital goods products directly reflects the benefi 
these industrialists have been receiving as a result of the spregj 
of the modernization movement, fostered by the Federal Hoy. 
ing Administration, and also denotes the improvement in raj 
roading conditions resulting in a great measure from the bette 
housing campaign, says a statement by that administratio, 
Continuing, it Says: 

Speaking of the good 
modernization work in the 
an executive of the Boston 
information to disclose: 

“There are,’ the official stated, ‘‘visible signs of increase jy 
our business which must be attributed to the remodeling work tak. 
ing place all over the country and which has been prompted by th: 
Federal Housing Administration’s activity in the nation-wide bette 
housing movement. The number of cars handled for three typica 
manufacturers dealing in supplies used largely in home Constructioy 
and repair is indicative of the increase noted in shipments over ou 
lines. 

“For the first concern we handled only 5 cars in 1933 and in 
months of 1934 we handled 14 cars of their products; the second 
manufacturer required but 78 cars in 1933 and with one month re. 
maining in 1934 his car needs had already reached a total of 10! 
the third company needed only 31 cars to transport its output in 
1933 but by December, 1934, it had used 67 cars over our road 

All three were manufacturers of building materials. Their gains 
were 39.74 per cent, 116.13 per cent and 180 per cent respectively. 

The Bangor & Aroostock railroad, servicing a lumbering district 
in the northeast, has reported an increase in business of 65 per cent 
for the year 1935 over the lumber shipments noted during the imme- 
diately previous twelve-month period. 

Carload shipments of roofing materials and building paper ha 
risen 160 per cent in one year, according to a report made by tli 
Erie Railroad as of the close of 1934. 

December comparisons of lumber movements over the Atlanti 
Coast Line route denoted an increase of 6.8 per cent for that month 
in 1934 in contrast with the totals for the same month the vear 
immediately previous. Lime shipments carried by the Louisville & 
Nashville railroad, servicing the southeast territory, were one-fiftl 
greater for the past December than they had been in December, 
1933. 

Movement of all types of building materials over the lines of the 
New York Central railroad indicated a gain of 41 per cent for No- 
vember when compared with the volume of business of the same 
type handled during November, 1933. : 

Double significance may be attached to these reports. Not only 
do they indicate a gain in construction work during months that 
are usually inactive or ‘‘unseasonal,’’ but they also show a helpful 
increase in freight movements which if continued is certain to bring 
ahout a betterment of railroad employment conditions. 
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field had done for his line 
Railroad had the following 





DOMESTIC FORWARDING CODE CASE 


Alleged violation of the rate stabilization provisions of the 
domestic freight forwarding code by the Associated Shippers, 
an organization of Chicago shippers, including Carson, Pirie, 
Seott and Co., Montgomery Ward and Co., and other concerns, is 
to be the subject of inquiry by the trade practice compliance 
committee of the code authority, which, after investigation, 
may make recommendations for action to the National Recovery 
Administration. The issue in the case is whether or not the 
Associated Shippers is a cooperative group not subject to the 
rate stabilization provisions. The organization claims that It 
is such a group. It conducts a service for the handling of freight 
by rail between New York and Chicago. It is alleged that the 
association has established charges under those of the for 
warding companies subject to the forwarding code. The com 
mittee hearing on the matter, scheduled for February 14 al 
Chicago, was not to be a public one, under the rules of pro- 
cedure of the NRA. It is explained that at such hearings ad 
justments may be made that make unnecessary further action. 





RAILROAD EMPLOYMENT 

Class I railroads, excluding switching and terminal com 
panies, had 958,905 employes the middle of January, a decrease 
of seventy-seven hundredths of one per cent compared with the 
employment in January last year and a decrease of nineteell 
hundredths of one per cent compared with the employment I 
December, 1934, according to wage statistics compiled by the 
Bureau of Statistics of the Commission from carrier reports. B} 
groups employment in January was reported as follows: Exect! 
tives, officials and staff assistants, 11,947; professional, clerica! 
and general, 162,388; maintenance of way and structures, 181. 
767; maintenance of equipment and stores, 266,182; transporte 
tion (other than train, engine and yard), 120,830; transportato" 
(yardmasters, switchtenders, and hostlers), 12,078; transporta 
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tion (train and engine service), 203,713. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
publiszed by Wes Publishing Co., St. Pa Minn. Copyright, 
1935, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Springfield Court of Appeals, Missouri.) Instructions mak- 
ing railroad liable to shipper for fire damage to cotton in cars 
railroad removed from proximity of shipper’s gin during fire 
thereat to place unknown to shipper without shipper’s consent, 
if railroad did not use ordinary diligence in caring for cotton, 
“put” left cotton on siding without watchman, when railroad 
knew cotton had been exposed to fire hazard, held erroneous 
as invading jury’s province and as assuming railroad knew 
cotton had been exposed to fire hazard. (Holloway Cotton & 
Grain Co. vs. Missouri Pac. R. Co., 77 S. W. Rep. (2d) 189.) 

Whether railroad removing cars of cotton from proximity 
of shipper’s gin during fire thereat to place unknown to shipper 
without shipper’s consent was negligent in caring for cotton, 
s0 as to be liable to shipper for damages from fire which broke 
out in cotton while cotton was in railroad’s possession, held 
for jury.—Ibid. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul. Minn. Co ght, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(United States Court of Appeals for the District of Colum- 
bia.) Writ of mandamus may be issued to direct performance 
of ministerial act, but not to control discretion. (United States 
vs. Interstate Commerce Commission, 73 Fed. Rep. (2d) 948.) 

Where Interstate Commerce Commission, because of mis- 
understanding of law, absolutely refuses to act, and denies 
power to act, it does not exercise discretion, and writ of man- 
damus may issue to compel action.—Ibid. 

Interpretation of language of tariff necessarily involves ap- 
preciation of incidents ordinarily affecting its use, and in that 
field Interstate Commerce Commission is supreme.—Ibid. 

Duty of live stock carrier begins with delivery of stock to 

carrier to be loaded on its cars, and ends only after stock is 
unloaded and delivered or offered to be delivered to consignee, 
and duty includes obligation to place stock in suitable pens 
without extra charge to consignee (Interstate Commerce Act, 
sec. 15(5), as amended, 49 USCA, sec. 15(5)). 
Live stock carrier has duty, without extra charge to con- 
signee, to furnish all necessary service incident to carriage, 
including ascertainment in some way of accurate weight of 
shipment as basis for transportation charges.—Ibid. 


_ Carrier of live stock is not under duty to ascertain weight 
of shipment in any particular manner, it being sufficient if 
method is adopted which fairly and accurately determines that 
fact.—Ibid. " 

Tariff applicable to transportation of live stock, providing 
that, if proper facilities are furnished at destination for obtain- 
ing hoof Weights, weights so obtained will be proper basis for 
assessing freight charges, held not mandatory and exclusive 
method of determining weight of live stock as basis for transpor- 
tation charges.—Ibid. 

_ Court is bound by finding of fact of Interstate Commerce 
Commission.—Ibid. 

_ Decision of Interstate Commerce Commission, after hear- 
Ing, determining that tariff providing for hoof weighing of live 
Stock at destination Was not mandatory and exclusive method 
of ascertaining weight as basis for transportation charges, as 
against contention that transportation service included such 
Weighing, and that, therefore, certain yardage charges by stock- 
“em were illegally exacted, held a construction of provisions 

ariff and denial of claim, constituting neither refusal to 
act, nor denial of jurisdiction, as basis for mandamus proceed- 
ing to compel Commission to fix amount of damage sustained 
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by consignee of live stock through collection of illegal charges 
(Interstate Commerce Act, secs, 6, 15(5), as amended, 49 USCA, 
secs. 6, 15(5)). 





(Circuit Court of Appeals, Ninth Circuit.) Interstate Com- 
merce Commission has power to prescribe or regulate rates 
for shipments destined to foreign countries only so far as the 
transportation takes place within the United States (Interstate 
Commerce Act (49 USCA, sec. 1 et seq.)). (Oregon-Washington 
R, & Nav. Co. vs. Strauss & Co., 73 Fed. Rep. (2d) 912.) 

To constitute an “interstate” or “foreign” shipment, there 
must be a through and continuous movement from one state to 
another or to a foreign country, an intention at the time that 
the movement is started that the shipments shall be interstate 
or foreign, and consummation of the intention (Interstate Com- 
merce Act (49 USCA, sec. 1 et seq.)).—Ibid. 

In carrier’s action to recover rates prescribed by Interstate 
Commerce Commission on ground that shipments from interior 
points in state were part of movement in interstate and for- 
eign commerce, shipper’s intent, like the continuity of the 
movement, is an ultimate fact which should be so alleged (In- 
terstate Commerce Act (49 USCA, sec. 1 et seq.)).—Ibid. 


In carrier’s action to recover rates prescribed by Interstate 
Commerce Commission on ground that shipments originating 
in state were part of intended movement in interstate or for- 
eign commerce, allegations that shipments did move in such 
commerce and that shipper knew in advance to what particular 
group of orders and group of cargoes shipments would be ap- 
plied, held not sufficient allegation of shipper’s intent (Inter- 
state Commerce Act (49 USCA, sec. 1 et seq.) ).—Ibid. 





(District Court, N. D. Illinois, E. D.) Carrier has right to 
initiate rates. (Chicago, M. St. P. & P. R. Co. vs. United States, 
8 Fed. Supp. 970.) 

There is no presumption that rate initiated by carrier is 
unreasonably low, but burden is on party so asserting to estab- 
lish such fact, and rate must stand, in absence of such evidence 
(Interstate Commerce Act, sec. 1(5), 49 USCA, sec. 1(5)).—Ibid. 


Railroad company may adopt such reasonable freight rates 
as will enable it to obtain or retain desired traffic for its own 
lines (Interstate Commerce Act, sec. 1(5), 49 USCA, sec. 1(5)). 
—Ibid. 

Statute requiring reasonable charges for transportation of 
passengers or property held not to justify Interstate Commerce 
Commission in setting aside railroad company’s proposed tariffs 
on bituminous coal as unreasonably low, in absence of evicence 
that they are noncompensatory or below reasonable minimum, 
though they will enable mines on such company’s lines to under- 
sell other mines (Interstate Commerce Act, sec. 1(5), 49 USCA, 
sec. 1(5)).—Ibid. 

Statute requiring Interstate Commerce Commission to con- 
sider effect of railroad rates on movement of traffic in exercise 
of power to prescribe reasonable rates held not to authorize 
Commission to cancel railroad company’s proposed bituminous 
coal rates in order to prevent rate war and disruption of rate 
structure because few mines in districts served must depend 
on lines of other railroads carrying coal by longer routes 
through connecting carrier to same destinations at higher rates 
(Interstate Commerce Act, sec. 15a (2), as amended in 1933, 
49 USCA, sec. 15a (2)).—Ibid. 





(Supreme Court of South Dakota.) Term “independent con- 
tractors” refers to those who carry on an independent bus:ness 
and contract to do work according to their own methods, sub- 
ject to employer’s control only as to results. (Baer vs. Armour 
& Co., 258 N. W. Rep. 135.) 


Truckers contracting to transport merchandise for packing 
company and to collect charges thereon wherein truckers agreed 
to permit company to obtain insurance on trucks and to pay 
part of cost thereof held not “servants,” but “independent con- 
tractors,” for whose negligence, in operation of truck, company 
was not liable, since contract manifested intention that truckers 
should carry on an independent business according to their own 
methods subject to company’s control only as to results, nct- 
withstanding that at one time truckers were told to bring in 
cream earlier (Rev. Code 1919, sec. 1100).—Ibid. 

In order for issues to be submitted to jury evidence offered 
must contain ultimate facts and must be such that application 
of normal intellectual faculties thereto might, by customary and 
ordinary processes of reasoning, arrive at different judgments 
and conclusions.—Ibid. 

Where evidence presents no issues of facts for submission 
to jury, trial court, not only may, but should, direct verdict 
against party having burden of proof.—Ibid. 
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GOVERNMENT OWNERSHIP 


(Excerpt from address by Clare B. Tefft, transportation commis- 
sioner, Toledo Chamber of Commerce, at the annual dinner of the 
Transportation Club of Battle Creek, Mich., February 12) 


What do we mean by the term “revolution in transporta- 
tion?” 

I place in this category compulsory consolidations along 
arbitrary lines, and, government ownership. Certainly, I think 
all of us will admit there should be close supervision of all 
permissive consolidations. It is necessarily so, because the 
public nature, as are the railroads. You may say, “where is the 
compusory consolidations is wrong to begin with, and for this 
primary reason: It is a dangerous policy to set up for any 
type of industry, even though that industry be essentially of a 
public nature, as are the railroads. You may say, ‘where is the 
danger?” And my answer is that, with the trend of thought in 
this country being what it is today, and that thought being 
dominated by the type of demagogue abroad in the land just 
now, we are apt to be confronted with a still further invasion 
of what we have always been led to believe were constitutional 
rights. 

But, regardless of your viewpoint on that subject, I think 
all of you will subscribe to the statement that government own- 
ership of railroads cannot be viewed as anything but revolu- 
tionary. Personally, I am _ bitterly opposed to government 
ownership of railroads. Even the advocates admit that certain 
evils might develop if the government were to take over the 
railroads, based on past experience. But they blithely predict 
that there is little likelihood of ii. Even our friend Eastman 
seems to be very optimistic about it. Gentlemen, let me tell 
you, there could be no more fertile field for the breeding and 
development of all of the evils inherent in the govrnment 
ownership of any industry than the government ownership of 
railroads. 

What follows if the railroads are taken over by the govern- 
ment? I am not a seer or a prophet, but I do hope that I am 
endowed with at least a small amount of the common or gar- 
den variety of ordinary horse sense, and I just can’t conceive 
how you gentlemen who may be interested in the operation of 
motor vehicles, ships on our inland waterways, or even air- 
planes, expect that you are going to be able to compete with 
such a far-flung network of transportation as the railroads 
under government ownership. You draw your own conclusions 
and I’ll venture to say you will have the right answer. You 
might consider also what would be apt to happen to such in- 
dustries as are owned, controlled, or operated by or for the 
railroads, either directly or indirectly. 

In my opinion, government ownership of railroads would be 
the initial and decisive step toward a socialized government, 
and no honest-to-God American will ever subscribe, I hope, to 
the doctrine of a socialized America. We have no such tradi- 
tion back of us. This country was established as a democracy 
by a people who had fled from oppressive forms of government 
in Europe. The principles upon which the government of the 
United States was founded are set forth clearly and simply in 
the Declaration of Independence. Those principles have not 
changed. 


To my mind, government ownership is not American. It 
does not fit in with the basic principles and ideals which we 
as a nation have adhered to for more than one hundred and 
fifty years—the same ideals and principles which brought the 
first settlers to America—and those ideals and principles have 
made the United States a great nation. 


But, too many prominent in public life have been doing a 
lot of loose thinking. Or, perahps, I should say they haven’t 
done any thinking, but have been indulging in a lot of loose 
talk. And the ever gullible people sit back with open mouths 
and listen to these new prophets with old ideas—because they 
are old. But, when the tumult and the shouting have died away 
and their ideas and theories have been exposed to the cold light 
of reason, they are revealed as the useless shopworn theories 
and ideas discarded by a freedom loving people a century and 
a half before. 

I have purposely made this short because I did not want 
to bore you, and because, after all, I had only one or two points 
which I wanted to impress upon you. One thing is the absolute 
necessity for us to get back to fundamentals—to start thinking 
again as Americans. For God’s sake let’s not be stampeded by 
the loose talk of a flock of pop-eyed economists and their equally 
pop-eyed followers, who want to use this country as a laboratory 
for trying out a lot of half-baked theories. 

The United States is still a democracy and the driving mo- 
tive of a democracy has always been to protect the citizen from 
arbitrary action against him by the government. Today, as 
they have always been since their inception, our democratic 
institutions and ideals are on trial. 

The idea of privately owned and operated agencies of trans- 
port, properly regulated, is a product of the American people. 
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True, there will have to be a revamping of the agencies 
transport, a readjustment to meet changed conditions. But ther 
too, can be along orderly lines—a process of evolution. Thes 
natural processes, if our historians and scientists are corre: 
would seem to be those which the Creator himself jn His 
infinite wisdom has devised for His always bewildered ani 
groping children for countless ages. Those processes have ney» 
failed yet, and I do not think they will now. | 


FREIGHT CAR OWNERSHIP COST 


Coordinator Eastman has made public a “study of railroay 
owned freight-car ownership costs as related to car-hire,” maj, 
by N. D. Ballantine, assistant director of the coordinator’s Se¢. 
tion of car pooling. It was made in connection with the Tail. 
road equipment situatoin inquiry by the section of car Pooling 
The study is accompanied by an introductory memoranduy 
by O. C. Castle, director of the section. The coordinator Said 
it was believed that the paper would be helpful to the railroag 
particularly in their study of the proposed box car pool. 

Freight car ownership costs, as used in this paper, mean 
costs other than those of shops, machinery, tools, repair apj 
storage tracks, as well as those of administration, distribution, 
and the physical movements incident to car Ownership. Suc) 
costs were not considered. In his memorandum, addresseq ty 
Mr. Eastman, Mr, Castle said: 


There appears to be a general lack of appreciation of the jp. 
equities which exist in the present per diem method of settlemen 
for the use of interchange freight cars. 

This has been brought to our attention quite forcefully by the 
reaction to our proposed plan for a box car pool and the character 
of questions raised in the discussion of the proposal, 

If we accept the current per diem rate ($1.00 per day), as repre. 
senting the ownership cost of the average freight car, the railroads 
are carrying a daily charge of approximately $2,000,000 for this item 
of transportation expense. 

This expense, which is equivalent to more than 20 per cent of 
the current freight and passenger revenues of Class I railroads, is 
borne by the railroads generally, but it is governed by the equipment 
policies of the individual roads. There is ample evidence that these 
policies in many instances have been adopted solely on the basis of 
what is deemed to be individual interest without regard to the 
interests of railroad transportation as a whole. In some Cases nis- 
taken policies have prevailed, due to a lack of accurate information 
respecting interchange conditions and car ownership costs, or to the 
failure to give proper consideration to all of the factors involved. 

The practical suspension of car construction and the deferment 
of maintenance during the past three years have brought about a 
condition unprecedented in the history of railroading. Never before 
has there been such an opportunity to attack the freight car prob- 
lem from the standpoint of the country as a whole and to adjust 
the methods of interchange and the basis of settlement for car hire 
to conditions as they exist today. ; 

It seems appropriate at this time, therefore, to bring to the 
attention of railroad executives and other interested parties some 
facts and figures which have been given too little weight in past 
consideration of car service rules and rates, i" 

The attached memorandum prepared by Assistant Director N. D 
Ballantine is submitted with the thought that it is a timely and 
valuable contribution to the available information on this general 
subject, and that it will be helpful to the railroads in their further 
study of our proposed box car pool. 


The object, scope and conclusions in the Ballantine’s memo- 
randum follow: 


Object—(1) To outline the fundamental factors requisite to the 
determination of freight-car ownership costs (with the exceptions 
hereinbefore mentioned); (2) to ascertain the cost of freight-car 
ownership; (3) to illustrate the need for a more exact and equitable 
basis for car hire settlements, as opposed to a uniform per diem 
rate; (4) to develop a better basis for comparison in cost of repairs 
per car-mile. 

Scope—The study covers class I railways, the three districts, 
and twenty-one selected roads. These roads made nearly sixty per 
cent of the total freight-car mileage and spent about the same pro- 
portion of the total money reported to the Interstate Commerce 
Commission in their Account 314, Freight-Train Car Repairs. - 

The basic data for costs of repairs per car-mile are for fivé 
years, 1926,to 1930, inclusive. As the five-year average coincided 
with the year 1929, and because it was the all-time peak year for 
freight traffic, it was used for the more detailed portion of the study. 
Where data as of other dates are used, it is because no other 0 
better basis was available. 

An effort is made to “break down” the costs of ownership by 
types, by use, and by location as between districts, as well as be- 
tween the twenty-one selected roads. 

Conclusions—(1) The cost of freight-car ownership is made Up 
of fixed, or constant, elements which include the cost of mone) 
(interest, discounts and commission), amortization (depreciation ané 
retirement), insurance, and taxes; plus a variable item for repairs 
and dependent upon the elements and usage; (2) for class I railways 
the ownership cost of the average freight-car was found to be 70.9 
cents per car per day; per car-mile it was 2.74 cents; for carriers 
favorably situated to force their cars into interchange service, the 
current per diem rate provides an urge to build cars to the extent 
that their average ownership costs are less than current per diem 
rates. For carriers whose situation is otherwise, there is an = 
parent economy in using foreign cars during peak periods in pol 
erence to assuming the burden of ownership on surplus Cars yin 
long periods of light demand. (3) The ownership costs per car o 
day by types vary from 29.6 cents for a flat car to $1.08 a 
refrigerator, with coal and box cars averaging 60.2 and 84.1 cen, 
respectively. ’ : 7 —_— 

The flat per diem rate of $1.00 per car is lacking in equity fail 
reciprocity to the extent that interchanges by classes of cars a 
to balance. 
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TRANSPORT LEGISLATION 


The Trafic World Washington Bureau 


Possibly there is no need for concern at this stage of 
developments with respect to the transport legislative program, 
put it is the general feeling among those in Washington who 
are keeping in touch with the situation that the outlook for 
action at this session of Congress is not as promising at this time 
as it might be. Some even think there is little hope for action 
at this session because of conflicting currents that have set in. 

To begin with, difference of opinion between the Coordina- 
tor and the Commission on the question of reorganization of the 
Commission and establishment of a permanent office of coordina- 
tor immediately put the proposals of Mr. Eastman, in his report 
to the President and Congress, in the controversial class. This 
is true because this difference of opinion has ramifications. The 
view of the Commission on this issue has substantial support in 
certain quarters in Congress. 

Though the Coordinator and the Commission are in agree- 
ment with respect to regulating all forms of transportation, the 
proposals of the Coordinator for reorganization of the Commis- 
sion and for a permanent coordinator are looked on as embodying 
a major legislative issue to which the important measures of 
regulation may be subordinated. 

Announcement this week that the Senate interstate com- 
merce committee would begin hearings February 25 on the East- 
man motor, waterway and I. C. C.-Coordinator bills, and that 
the subcommittee of the House committee on interstate and 
foreign commerce, to which was referred the Eastman motor 
regulation bill, would begin hearings February 19, was not re- 
ceived as particularly clarifying the transport legislative situa- 
tion. There is a possibility that, with the committees holding 
hearings on these bills, such opposition to them may develop 
that the same thing may occur at this session that has occurred 
at many previous sessions with respect to motor regulation— 
hearings and nothing else. 

Some legislative strategists, in handling the transport legis- 
lative program, would not have “shot it” until the President was 
prepared to “follow up” immediately with pressure for congres- 
sional action. It is generally conceded now that the question 
of whether or not legislation providing for regulation of all 
agencies of transportation is to be enacted at this session of 
Congress depends on the President and the influence he may be 
able to exert in favor of legislation. If the President indicates 
a lack of vital interest in this situation, there probably will be 
no legislation. There is sufficient opposition to federal regulation 
of highway and waterway carriers as proposed by the Coordina- 
tor and the Commission to make a situation in which Congress, 
unless practically forced to do so, will not take final action. 

Mr. Eastman’s proposals will not be taken up by the entire 
House committee on interstate and foreign commerce for weeks. 
That committee will hold hearings first on the Rayburn-Wheeler 
bill providing for federal control of public utility holding com- 
panies. These hearings and consideration of the bill in execu- 
tive session will occupy at least a month. 


Chairman Wheeler, of the Senate committee, in introducing 
the Eastman bills, had each marked “by request.” This is the 
congressional practice to let the world know that the senator or 
representative introducing the bill is not supporting it at the 
time, at least, of introduction. 

The House committee on interstate and foreign commerce, 
as indicated by reference of the motor carrier bill to a subcom- 
mittee, may deal with the various Eastman bills separately. 
However, if the President has whipped into shape an omnibus 
bill—and it is understood he leans to that idea—and urges its 
enactment as an Administration measure, that would change the 
situation as to handling the various measures separately. There 
is doubt, however, as to the practicability of handling all the 
measures in one bill. 

Apparently, the President and the interstate commerce com- 
mittees have not coordinated their activities with respect to 
transportation legislation and that is the reason the situation 
is Confusing and productive of doubts as to the final outcome at 
this session of Congress of the transportation legislative program. 

The President has spoken of sending to Congress a special 
message on transportation legislation and of the preparation of 
a general transportation bill, after the submission soon of a 
report or reports and message on the ocean shipping situation 
with respect to mail contracts and the subsidy issue. What the 
President has to say on the subject of transportation legislation, 
It would seem, should be available for consideration at the com- 
mittee hearings. 

The announcements about hearings on the Eastman bills 
came as a surprise to rail, bus, and truck representatives in 
Washington. The general expectation had been that hearings 
Would be deferred until the President had made known his 
views. The President, of course, may send a message to Con- 
gress before the Senate committee begins its hearings. 





The Traffic World 





PAGE 299 













Coordinator Eastman, with respect to the hearings, said he 
was asked by the committees if he would be ready to appear 
before them, and that he replied he would be. 

What is perplexing about the way in which the transporta- 
tion legislative situation is being handled, is that it is so dif- 
ferent from procedure followed by the Administration with re- 
spect to other major pieces of proposed legislation, that quickly 
became law. The laws enacted at the last session of Congress 
creating the Federal Communications Commission and the Securi- 
ties and Exchange Commission may be mentioned in this con- 
nection. They were Administration measures and they were put 
through. They did not deal with any more serious national 
problems, it may be pointed out, than the transportation problem. 
Yet preference was accorded to them and they became law. The 
Administration now has its heart set on enactment of legislation 
dealing with public utility holding companies and the House 
committee on interstate and foreign commerce, as heretofore 
pointed out, is to take up that proposed legislation before it 
considers transportation legislation. There may be rhyme and 
reason in the way the transport legislative problem is being 
handled by the President and Congress, but it is a bit difficult 
to perceive either. 





HEARINGS ON EASTMAN BILLS 


The Senate interstate commerce committee, it was. an- 
nounced at the committee’s offices the afternoon of February 
12, will begin hearings February 25 on the Eastman bills relating 
to regulation of highway and waterway carriers and to the reor- 
ganization of the Commission and the creation of a permanent 
office of federal coordinator of transportation. At first it was 
stated that the hearings would begin “about February 25.” Later 
it was stated that the hearings would begin February 25. 

The subcommittee of the House committee on interstate and 
foreign commerce that will handle initially the Eastman and 
any other bills providing for federal regulation of motor car- 
riers has been named by Chairman Rayburn. The subcommittee 
consists of Representatives Huddleston, of Alabama, chairman; 
Bulwinkle, of North Carolina; Sadowski, of Michigan; Terry, 
of Arkansas; Holmes, of Massachusetts, and Wadsworth, of 
New York. 

Representative Huddleston, commerce, announced February 
12 that his subcommittee would begin hearings on the Eastman 
motor bill the afternoon of February 19. 


REVIVED TRANSPORT CONFERENCE 


Harry A. Wheeler, president of the Transportation Confer- 
ence of 1933-4, which made a report March 20, 1934, with respect 
to recommendations for a unified national transportation policy, 
announced February 12 that the groups constituting the confer- 
ence had requested that it be reconvened to review what it had 
decided on last year and to consider such new matter as had 
arisen since. The meeting of the conference is scheduled to 
be held in Washington February 26. 

A summary of the report the conference made last year was 
published in The Traffic World of March 24, p. 559. 

The conference is composed of fifteen organizations repre- 
senting both shipper and carrier interests. The American Truck- 
ing Associations, Inc., which did not participate in the last con- 
ference, will be invited to participate in the resumed conference. 
It is not expected that the Mississippi Valley waterway groups, 
which are opposing the Eastman waterway bill, will participate 
in the conference. The meeting of the conference now called, 
which will be open only to representatives of the groups compos- 
ing it, will consider proposed transportation legislation. 

Constituent associations of the Transportation Conference 
of 1933-4, were as follows: American Bankers’ Association, 
American Iron and Steel Institute, American Short Line Railroad 
Association, American Transit Association, Association of Rail- 
way Executives (now Association of American Railroads), Asso- 
ciation of Regulated Lake Lines, Canal Carriers’ Association, 
Inc., Grain and Feed Dealers’ National Association, Institute of 
American Meat Packers, National Association of Manufacturers, 
National Industrial Conference Board, National Highway Freight 
Association, Railway Business Association, Security Owners’ 
Association, National Association of Mutual Savings Banks. 

Lewis C. Sorrell, professor of transportation, University of 
Chicago, is secretary of the conference. 

At the offices of the National Industrial Traffic League, 
Chicago, it was said, February 14, that an invitation had just 
been received for that organization to participate in recon- 
vened sessions of the Transportation Conference, now being 
pianned. 

When the Conference was organized, in 1933, the League 
was asked to participate, but declined, after a mail vote of 
the members of its executive committee. The League’s letter 
of declination, dated July 14, 1933, gave three reasons for that 
action: First, that the studies the Conference proposed to 
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make would, in effect, duplicate the work of the National 
Transportation Committee—the so-called Coolidge committee— 
which had rendered its report and recommendations a few 
months before; second, that the new emergency transportation 
act provided for the making of such studies by the Coordinator, 
and, third, because participation by the League would involve 
considerable expense. 

“The reason for reconvening the Conference now is, of 
course, much different from the purpose of its original organi- 
zation,” said J. H. Beek, executive secretary of the League. 
“There would seem to be much more reason for such a con- 
ference at the moment than there was in the summer of 1933. 
The manner of handling the invitation at that time sets a 
precedent. We shall submit the new invitation to our executive 
committee as we did at that time.” 

Mr. Beek said expressions received from officers of the 
League indicated a desire to have a meeting of the executive 
committee and the membership of the League promptly to con- 
sider the Eastman legislative proposals. Such meetings will 
probably be called at Chicago at the earliest convenient date. 


NEW YORK SHIPPERS’ CONFERENCE 


The Traffic World New York Bureau 


Because of the volume of transportation legislation now 
pending before Congress and the state legislatures, the Ship- 
pers’ Conference of Greater New York voted, at its meeting 
February 13, to hold a special session March 6 to consider 
these bills and particularly the motor truck legislation proposed 
in the Eastman report. On this latter subject a protracted 
discussion was held in the hope that action might be taken 
by the conference in advance of the Congressional hearings 
set for this month, but it was at length decided to defer this 
for further study. It was voted to refer the Eastman report 
to a special committee to report at the special meeting in March. 

W. H. Brusche, traffic manager of the Merchants’ Asso- 
ciation of New York and chairman of the legislative committee 
of the conference, said there were about 35 bills pending before 
the various legislative bodies in which the conference had an 
interest and it would be impossible, in the time allotted him, 
to cover them all. 

He did present, however, a recommendation by his com- 
mittee that the conference go on record as favoring two bills, 
introduced in the New York and New Jersey legislatures, under 
which control of free storage time on piers at the Port of 
New York would be vested in the Port of New York Authority. 
The conference rejected the recommendation in view of federal 
legislation now pending, which would void the state plans. 
Under the state bills a charge of $15 for each ship docking in 
New York would be assessed against the ship’s owners. This 
provision was neither approved nor disapproved in the com- 
mittee’s recommendations, due to protests of certain lines, 
particularly those that operate vessels in short voyages mainly 
in the passenger trade and handle little cargo. Mr. Brusche 
said it was felt that the port of New York Authority would 
administer control of free time on piers in a more equitable 
manner than either the Shipping Board Bureau or the Inter- 
state Commerce Commission. 

Milton P. Bauman, industrial traffic manager, Jersey City, 
who led the opposition to the stale measures, pointed out that, 
under these bills, other ports would not be regulated. Mr. 
Brusche replied that he understood that the rules in other 
ports did have some consistency in regard to free time and 
were being enforced. Frank Rich, chairman of the conference, 
voiced an objection on the ground that the plan would result 
in increased cost of doing business at the Port of New York, 
which would eventually be reflected to the shipper. Another 
objection was made by C. H. Callaghan, manager of the Maritime 
Association of the Port of New York, who urged that the 
conference defer endorsement of the bills until the reaction of 
traffic men and _ shippers was obtained. The matter was 
accordingly tabled. 

The conference decided to send a representative to the 
hearing before the Commission February 20 on the proposed 
cancellation of class and commodity rates via Virginia gate- 
ways to Colorado-Utah territory. Dabney T. Waring, chairman 
of the rate committee, reporting on this subject, said he had 
attended the suspension hearing on the subject and added the 
objections of the conference to those of various other shippers 
and groups with the result that the cancellation has been sus- 
pended. 

It was decided to oppose pending federal and state legis- 
lation under which tolls would be assessed on all traffic transit- 
ing canal locks. It was stated that there were two federal locks 
and thirty-five state locks in New York. The federal bill, H. R. 
180, would impose a charge of 1 cent a long ton on all transits of 
federal locks. 

H. L. Fairfield, chairman of the committee on motor truck 
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legislation, offered a resolution on the subject of the Coordiy, 
tor’s recommendations reaffirming the position of the conferep, 
that the Eastman trucking plan was not in the public inter 
and stating that there was no reason for regulating brokers ; 
the trucking business, but it was decided to defer action un 
the special meeting. Mr. Waring said he felt that truck regy, 
tion was a necessity along the lines of railroad regulation ay 
that the conference should favor the filing of rates by truckiy, 
companies with some regulatory body. 7 

Mr. Fairfield also reported that the Rapp bill for truck reg, 
lation, New York State Assembly 784, had been slightly modifig 
from the form in which it was introduced last year and that qj 
mention of contract carriers had been omitted. 

The conference discussed the establishment of the Chicag 
Railroad Freight Collection Agency, now being operated in th 
Chicago switching district and under which it is proposed to ¢q 
lect freight transportation charges from those on the “accop. 
modation list.” It was felt by several members of the confe. 
ence that such an agency would be desirable in the New Yor 
port district because it would simplify procedure and reduye 
greatly the number of checks that shippers must now isgy 
daily. The plan was characterized as one of the most forwarj 
moves the railroads had made in a long time. The subject was 
referred to the executive committee for recommendations at the 
next meeting. It was said by one member that the railroad 
in the New York sector were watching the workings of the 
scheme carefully with a view to establishing a similar agency jy 
New York if the results were satisfactory. 

Appointment of C. M. Smith as chairman of the new inter. 
coastal and inland waterways committee was announced. 

Mr. Rich announced that he had been appointed a member 
of Mayor LaGuardia’s committee for development of the Port oj 
New York and that he proposed to represent the interests oj 
the Shippers’ Conference on the committee at all times. 

The present officers of the conference were renominated for 
election at the next regular meeting, in the report of the noni- 
nating committee, headed by F. L. Pomeroy, as follows: Chair 
man, Frank Rich; first vice-chairman, A. C. Welsh; second vice 
chairman, J. A. Gerlin; secretary-treasurer, Dabney T. Waring 
H. M. Fraser was nominated for the board of governors to serve 
three years and R. A. Cooke to serve two years. 


TRUCKERS AND EASTMAN PLAN 
The Trafic World Washington Bureau 


More detailed information as to the attitude of leaders of the 
organized trucking industry toward the legislative recommenda. 
tions of Coordinator Eastman relating to regulation of highway 
carriers than was available when the policy committee of the 
American Trucking Associations, Inc., concluded its meeting at 
the end of last week (see Traffic World, Feb. 9, p. 249) has been 
made public by the association. 





The policy committee, according to the association’s state: 


ment, though finding the Eastman bill “wanting in many re 
spects” was “kindly disposed toward the Eastman program as 4 


whole and generally agreed that some degree of federal regula- 


tion, in addition to the code, was desirable in the public interest 
and for the stabilization of rates in the industry.” Continuing, 
the trucking association says: 


The decisions and suggestions of the committee will be consid- 
ered in detail by a permanent legislative committee of the association, 
which was appointed by Ted V. Rodgers, president, and which was 
approved by the policy and executive committees of ATA. In addi- 
tion to Mr. Rodgers, this committee will consist of William G._ Fitz- 
patrick, Detroit; Frank C. Schmidt, Toledo, Ohio; W. F. Banks, 
Brooklyn, New York; C. S. Reynolds, Tacoma, Washington; Roy B. 
Thompson, San Francisco; Robert A. Anderson, St. Louis; Allan J. 
Wilson, Boston; H. D. Horton, Charlotte, North Carolina; Fisher 6. 
Dorsey, Houston, Texas; William Winkler, Chicago, and J. H. Alphin, 
El Dorado, Arkansas. : 

The legislative committee’s findings will be submitted to the 
board of directors of ATA for their consideration and final decision. 

Three of the outstanding criticisms of the proposed regulator) 
act were: ” 

1. The absence of any adequate policing agency to enforce its 
provisions. 2 

2. The failure to take into consideration the gains made in regu- 
lation of the industry under its code of fair competition. aaa 

3. The failure to include the code machinery in the adminis- 
tration of the act. _" 

It is doubtful whether Eastman’s bill, in its present form, woul 
have been endorsed had the matter been brought to a vote. If suci 
a vote had been taken, it is probable that the industry would have 
demanded the acceptance of numerous amendments and the assur- 
ance of the passage of the coordinator bill, H. R. 5365, providing 
for the reorganization of the Interstate Commerce Commission an¢ 
the administration of the motor carrier act by a special division 
the commission. : ick 

Under the direction of the committee chairman, Mr. Fitzpatrick, 
the bill was analyzed paragraph by paragraph. Its provisions = 
interpreted by Edward §S. Brashears, general counsel, ATA, 4? 
Harold S. Shertz, of ATA counsel, Philadelphia transportation jaws 

The committee found fault with the declaration of policy int [ 
it fell somewhat short of the broad statements contained in @ 
similar paragraph of the present interstate commerce act, relatin® 
to railroad regulation. It was thought the declaration should 1 
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clude the statement that Congress should “foster and maintain in 
full vigor”’ the highway transportation industry. Some of the ex- 
yeriences Of the industry under its code, particularly in respect to 
porder-line cases, prompted the committee to insist that a degree 
of regulation be exercised over the shipper operator, the forwarding 
and carloading companies, and _ lessees of trucks. : 

Under the provisions of the bill, cartage operations would be 
excluded from federal control, if they confine their activities to 
municipalities or municipal trade areas, regardless of whether they 
traverse state lines. If, however, ‘ 
under “common control management or arrangement for continuous 
carriage of shipment to or from a point without such municipality 
or zone,”’ they would be subject to the act. ; 

Under a broad interpretation of interstate commerce, as handed 
down by the courts, a large percentage of the cartage operations 
could be construed as coming within the provisions of the act. Some 
of the cartage representatives on the committee, however, freely 
admitted their desire to remain outside of the pale of federal control. 

While the “grandfather” clause was recognized as more liberal 
than that of previous bills, it was the general opinion that the bill 
might tend to freeze trucking operations and strangle their growth 
by limiting operators to equipment employed at time of exercise of 
he clause. 
as The committee was of the opinion also that certificates and 
permits under that clause should not be granted to operators who 
could not prove that they had registered under the trucking code 
and had been in substantial compliance with it. Moreover, it was 
felt that the time for exercising the privilege under the ‘“grand- 
father” clause should be extended from 60 days to 120 days. 

The committee strongly felt that the revocation section should 
be deleted completely from the bill and that a system of fines for 
yiolation of the commission rules, orders, etc., be substituted. 

The basis for issuance of certificates would be adjudged from 
the standpoint of available motor service, ‘if the wishes of the com- 
mittee prevail. That provision was an important one of the bill 
proposed last fall to the directors of the National Industrial Traffic 

ague. 

- en the question of contract carriage, it was felt that the busi- 
ness of contract carriage, rather than the individual contracts, should 
be made the basis of retention of permits. If a contract operator 
were to lose his permit with the loss of a specific contract, it was 
felt a large part of the industry before long would be driven out of 
business. 

' The sections dealing with consolidation, merger and security for 
protection of the public came in for sharp criticism. On the latter, 
the committee was of the opinion that financial responsibility was 
all that should be required of the operators. 

The committee substantially reaffirmed its conclusions of the 
policy committee meeting of January 7, some of which were: ‘ 

“That the present Code of Fair Competition for the Trucking 
Industry be continued in full force and effect and that its adminis- 
tration be placed under the Coordinator or a Commissioner of Trans- 
portation, connected fn some way with the differently constituted 
Interstate Commerce Commission. 

“Because of the character of the industry, it consisting largely 
of small units with an average of 1.6 vehicles per owner, that any 
regulation should be as near self-regulation as possible and, with that 
end in view, that the detail of administration should be left, as far as 
possible, to the various Code Authorities of the Industry under super- 
vision of the Coordinator of Transportation or Commissioner of Trans- 
portation, as the case may be. 

“Careful consideration should be given to the inclusion of the 
operation of the so-called shipper-owned trucks to the extent that 
they may be operated in for-hire service through the operator mak- 
ing a charge to the customer for delivery service, either by way of 
a direct charge or by having a different price for the goods sold 
and transported in delivery than the price for goods when sold and 
not transported by the seller in delivery.” 

In setting forth its position on rate control, the committee, at 
its January meeting, stated: 


“This industry has given a great deal of thought and. study to 

the most practical method of rate making. When the code was 
submitted, it included provision for the making of rates by group 
agreement, which had met with very widespread approval within the 
industry. The code even went so far as a formal hearing with 
this provision in it. However, when it was signed, this provision 
had been removed by the National Recovery Administration. Since 
then there have been vigorous attempts to reinsert it, but these have 
failed because the National Industrial Recovery Board has certain 
Policies instituted because of conditions in manufacturing and _ other 
industries where price-fixing has not proved practical as distin- 
guished from the transportation industry, in which a known rate is 
the prime requisite from the viewpoint of the public as well as the 
carrier. We urge that when the above program has been carried 
out, the group rate provision be put into the code by way of amend- 
ment, because our industry is convinced that it is the most practical 
way of arriving at rate stabilization.” 
_ In addition to the members of the legislative committee, those 
in attendance at the Policy Committee meeting were: Percy F. Ar- 
nold, Providence, R. I.; Frank I. Hardy, Boston; Guy F. Dunton, 
Portland, Me.; M. B. Emerson, Barre, Vt.; Fred_O. Nelson, Jr., 
New York City; E. Charles Gladding, Baltimore; Frank Flanagan, 
Boston; Maurice Tucker, South Bend, Ind.; E. J. Buhner, Seymour, 
Ind; S. J. Drummond, Birmingham, Ala.; S. J. Cashel, St. Louis, 
Mo.; F. R. Petty, Eldorado, Kan.; James E, Murphy, St. Paul, Minn.; 
i. G. Rice, Detroit, Mich.; W. L. Stodghill, Louisville, Ky.; Buell G. 
Miller, Philadelphia; James P. Clark, Philadelphia; E. D. Balcom, 
Dallas, Tex.; John W. Blood, Eldorado, Kansas; J. F. Winchester, 
Newark, N. J., and Frank Shufflebarger, Albuquerque, N. M. Theo- 
dore Behler, of the NRA, and Arthur Kiernan, Detroit, Mich.; A. PB. 
Haseloff, Montpelier, Vt., and Sam Ziffrin, of Indianapolis, Ind., at- 
tended the meeting as visitors. 





EASTMAN DENIES REPORT 
_. Coordinator Eastman denied February 15 a statement pub- 
lished in a Washington newspaper that he planned to ask Con- 
sress to tax commercial vehicles using the highways. Reference 
j the newspaper story was made to the Coordinator’s study 
on subsidies to various forms of transportation. Mr, Eastman 
Said the recommendations that might be based on that study had 
hot been formulated. He said there was no foundation for the 
hewspaper report. 
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PELLEY TALKS TO TRAFFIC CLUB 


The Trafic World Washington Bureau 


J. J. Pelley, president of the Association of American Rail- 
roads, spoke briefly at the annual dinner of the Washington 
Transportation Club February 14. He told of the organization of 
the association. 

“I Know you are wondering what we are going to do and 
what we are doing,” said he. ; 

The purpose of the association, he said, was to deal with 
matters of common concern to the railroads and to get the right 
answers to the problems of,common concern, 

“We are going to do everything that can be done for the 
industry within the industry,” said he. 

He said the association was proceeding slowly but he believed 
it would accomplish worthwhile things. 

R. V. Fletcher, general counsel and vice-president of the 
association, also spoke briefly. Neither of the association offi- 
cials undertook to discuss the transportation problem. 


RAIL PENSION LITIGATON 


The government has filed its brief in the Supreme Court of 
the United States in No. 566, Railroad Retirement Board et al., 
petitioners, vs. Alton Railroad et al., the railroad pension act 
case. It is expected the court will hear argument early in 
March. The case was brought to the Supreme Court from the 
United States Court of Appeals for the District of Columbia to 
which the Railroad Retirement Board had appealed from the 
decision of the Supreme Court of the District of Columbia hold- 
ing the railroad retirement act unconstitutional. The govern- 
ment brief is signed by J. Crawford Biggs, solicitor general; 
Harold M. Stephens, assistant attorney general; Carl McFarland 
and Hammond E. Chaffetz, special assistants to the attorney 
general; Harry Shulman, special counsel, Railroad Retirement 
Board; Lester P. Schoene and Max Turner, assistant counsel, 
Railroad Retirement Board. 

The scope of the brief is indicated by the following declara- 
tions in support of which argument is made: 





The principal purpose of sound industrial retirement and pension 
plans in general is to promote efficiency and economy. 

The railroad retirement act is reasonably calculated to promote 
efficiency and safety, to improve labor conditions and relations, and 
to foster and protect the national transportation system. 

The purpose stated in the act, of promoting efficiency and safety, 
is controlling. 

Enactment of the retirement act 
gress under the conimerce clause. 

The act is valid in its application to all employes of interstate 
carriers; and its validity is not affected by the employers’ liability 
cases. 

The measurement of annuities by reference to service performed 
prior to the passage of the act is not arbitrary or otherwise unlawful 

The inclusion, among those eligible for annuities, of persons who 
were in service within a year prior to the act is not unreasonable and 
is within the power of Congress under the commerce clause. 

The retirement act does not interfere with the liberty of the 
carriers to contract with their employes with reference to wages. 

Enactment of the retirement act at this time is not unreasonable 
by reason of the present financial condition of the carriers. 


is wtihin the power of Con- 


PROPOSED LEGISLATION 


Representative Lewis, of Maryland, has introduced H. R. 
5617, a bill to amend paragraphs 3 and 4 of section 15 of the 
interstate commerce act with respect to through routes and 
joint rates. 

Senators Moore and Barbour, of New Jersey, have intro- 
duced S. 1813, a bill to amend paragraph (1) of section 3 of 
the interstate commerce act by adding at the end thereof the 
following: “The word ‘locality,’ as used herein, also includes 
any port, port district, gateway, or transit point, with respect 
to interstate or foreign commerce routed through such port, port 
district, gateway or transit point.” 


COMMISSION BILLS PASSED 


The Senate has passed S. 945, amending the interstate éom- 
merce act to provide that members of the Interstate Commerce 
Commission on expiration of their terms of office shall continue 
to serve until their successors are appointed and have qualified, 
and S. 943, amending the same act to provide for submission of 
annual Commission reports to Congress on or before January 1, 
on account of the change in the meeting time of Congress from 
December to January. Both measures were recommended by 
the Commission. 





HAMPTON AND BRANCHVILLE CLAIM 


Senator Smith, of South Carolina, has introduced S. 1024, 
a bill to confer jurisdiction on the United States Court of Claims 
to render judgment on a claim of the Hampton and Branchville 
Railroad Co. of Hampton, S. C., against the United States for 
$4,306.51, representing the amount of a judgment the govern- 
ment recovered from the company by virtue of a guaranty con- 
tract under section 209 of the transportation act of 1920. 
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SETTLEMENT OF CLAIMS 


Editor The Traffic World: : 

I have read with interest the statement made by Mr. C. H. 
Dietrich in the Traffic World of February 2 with reference to 
suit settled in the courts at Detroit, as brought out in the 
December 15 issue, page 1047. 

It takes several years to build up a lane for traffic to 
move, individual carriers spend many thousand dollars solicit- 
ing the tonnage, most especially perishables, and the first and 
foremost thought in the minds of the claim department is to 
build around that commodity the thought that, at time of ship- 
ment, the commodity was not fit for consumpion, regardless 
of the fact that the same ‘carriers may spend thousands of 
dollars advertising the commodity as being raised on their line, 
and is of the highest quality, the thought in mind being to 
defeat the claim. This, of course, at times, kills the efforts of 
the highly and efficient soliciting agents; the claims, accord- 
ing to our records, now indicate that 50 per cent of the claims 
filed by us are declined account of no carrier liability, 20 per 
cent some small offer is made, not in line with liability or 
damage, 15 per cent are withdrawn after investigation that 
will not warrant litigation, 10 per cent are paid within few days 
which cover “ullage” claims, and the other 5 per cent go to 
suit. 


Of the 50 per cent that have been declined, we then have 
to prove our contentions, instead of the carriers proving free- 
dom of negligence. That burden was placed on them by law, 
but there is not a traffic man in the country who will not bear 
me out in the statement that, during the past few years, on 
claims filed with 98 per cent of the common carriers, he had 
to prove up his loss, and for the last two years rules and 
regulations were promulgated (and Mr. Dietrich was present) 
that are the so called “Principles and Practices,” that make it 
almost impossible to prepare a claim in accordance with these 
rules. The rules were made by the carriers and they are with- 
out the law and carriers’ liability, in most cases of general 
damages. They did not inquire of the produce trade, either 
shippers or receivers, if the rules would be acceptable, but put 
them into effect, thereby causing dissatisfaction. 

Mr. Dietrich has given a percentage of claim payments in 
which he states 90 per cent of the claims filed are disposed 
of within 90 days. We cannot doubt this but, if our claims run 
true to form, he is including claims that are declined, which 
is part of the 50 per cent I have mentioned, and a large por- 
tion of these may be reopened later and brought to a suc- 
cessful ending. 


Our records indicate and our files will disclose that every 
common carrier on record today, with few exceptions, will make 
every effort to evade liability, making it necessary to threaten 
court action or handle with higher officials for just and equit- 
able settlement. 

We have claims in our files two years old that the carriers 
have been haggling along with, knowing they were liable for 
the entire loss, and with the knowledge that we all dislike 
court litigation. This is not uncommon practice, as we find 
a large number of the larger claims being pushed back and 
forth from one carrier to the other or what is called “passing 
the buck.” We have on record a number of claims where the 
originating carrier or the delivering carrier has been put on 
notice by some intermediate carrier that no amount must be 
paid on that claim for their account, thereby putting the claim 
carrier on notice. This is done to stop payment regardless, 
and, in most cases, is just what the claim carriers most de- 
sire—that carriers should pay that claim (where liability 
established) and, if necessary, handle their own case before 
the arbitration committee and not withhold the claimant from 
his just and legal funds. 

In conclusion, I might add, the best proof available is the 
claim files that are on record with the carriers, which will 
disclose the various offers and final settlements. 

Southern Traffic Bureau, 
W. M. White, Manager. 
Corpus Christi, Tex., Feb. 7, 1935. 


CHICAGO TRAFFIC COUNCIL 


Although some dissatisfaction with the decision of the Com- 
mission in I. and S. 3662, lake and rail rates, was expressed 
at the meeting of the Traffic Council of the Chicago Association 
of Commerce, February 11, no definite action was taken in the 
matter. The general feeling expressed was that the Chicago 
lake-and-rail differential of 15 cents first class under the all- 
rail rate was “as good as no differential at all,” especially 
compared with the Duluth basis, which, though 15 cents higher, 
first class, than the Chicago rate, was 65 under the all-rail rate. 

The council also heard a report of the proposed pick-up 
and delivery service of the North Western and approved it. 
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A committee reported in the matter of the possible reopenig/ 
of the class rate part of Docket 17000, and submitted copie , 
a petition for such reopening filed on behalf of the Chica, 
Association of Commerce. ; 

The following committee chairmen were appointed: 4; 
D. W. C. Becker, La Salle Extension University; storage 
warehousing, J. W. Robb, manager, traffic department, Cuda}; 
Packing Company; claims, J. L. Elliott, traffic manager, Ojgy, 
Rug Company; express and parcels post, Walter Hayes, x 
sistant traffic manager, Sears Roebuck and Company; highws 
transportation, H. T. Kahl, traffic manager, Sprague, Warne 
and Company; legislative, W. H. Ott, traffic manager, Kra, 
Phenix Cheese Company; rates, rules and classifications, My. 
ray N. Billings, traffic manager, Illinois Steel Company; recq,. 
signment. diversion and transit, R. J. Wallace, traffic manag: 
Jaques Manufacturing Company; service, merchandise, scheduk 
and trap cars, R. W. Wettstyne; switching, A. A. Adams, ge, 
eral traffic manager, Edward Hines Lumber Company; weig}. 
ing and inspection, S. L. Felton, general traffic manager, Acy 
Steel Company. 


REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the Ind 
pendent Association of Mechanical Department Employes, (¢, 
tral Railroad of New Jersey, has been designated to represey: 
the craft of sheet metal workers on that railroad. Originally 
the board certified that neither of the contesting organizations 
the other being the railway employes’ department of the Amer. 
ican Federation of Labor, had received a majority of the lega 
votes cast. The board said it found this was error, the vote 
having been 33 to 30, in favor of the independent association. 

The order of Railway Conductors has been certified by the 
National Mediation Board as authorized to represent the con 
ductor employes (yard conductors or yard foremen) on the 
Norfolk & Portsmouth Belt Line Railroad. This was the cul 
mination of a contest between the conductor brotherhood ani 
the Brotherhood of Railroad Trainmen for the right to repre 
sent the men involved. The vote by the employes was 18 to 1? 
in favor of the conductor organization. 

The Association of Maintenance of Way Foremen, Me 
chanics and Helpers of the Burlington Railroad has been desig. 
nated to represent the track and bridge and building foreman 
and assistant foremen, bridge and building mechanics and help 
ers, including also pile driver, steam shovel, ditcher, clamshell 
and bridge derrick engineers and rail layer operators on the 
Burlington and the Quincy, Omaha & Kansas City. This in- 
volved a contest between the certified organization and the 
Brotherhood of Maintenance of Way Employes, railway em 
ployes department, American Federation of Labor, the vote ha’- 
ing been 634 to 337 against the A. F. of L. organization. 


ST. LAWRENCE CANAL TREATY 


Calling the St. Lawrence seaway “a white elephant,” Repre 
sentative Beiter, of New York, in extension of remarks in the 
Congressional Record of February 8, spoke in opposition to rati- 
fication by the Senate of the treaty and to the building of the 
canal. The treaty was rejected by the Senate at its last session 
but President Roosevelt has announced he will return it or 4 
revised treaty for ratification. 

“The fundamental fallacy of the waterway project, reputable 
economists say,” said Mr. Beiter, “is in assuming that the project 
means cheap transportation or that it is needed. The weight of 
acceptable opinion holds that the project is not economically 
sound. 

“If we have too much wheat, we plow it under and destroy 
it, paying the farmers out of the treasury, If we have too much 
corn, we do likewise. With too much cotton, we reduce tne 
acreage and give the farmers baled cotton out of the government 
warehouse. With too many pigs, we kill the litters of young pigs 
and pay the farmer for having put less pork and bacon on the 
market. 

“But when we have too much transportation, with existins 
facilities only partly used, we dip into the treasury to build 4 
parallel line that will throw thousands of American railroad men 
out of work in order to keep Canadian ships busy. " 

“It would be far worse to increase the transportation facili: 
ties of the nation, either by rail or by water, than it would be to 
increase the pork, cotton, and wheat supplies, because the rail: 
roads, suffering now from too much competition and too much 
taxation, form the backbone of the nation. Proceeding with the 
St. Lawrence project now or at any time in the future would be 
tumbling this once giant structure, which needs strengtheniné. 








FLORIDA SHIP CANAL 
The House committee on rivers and harbors will hold 4 
hearing February 20 on H. R. 2785, the bill providing for col 
struction of a ship canal from the Atlantic to the Gulf of 
Mexico across the northern part of Florida. 
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OCEAN SHIPPING DEVELOPMENTS 
The Trafic World New York Bureau 


USINESS in the full cargo trades has been quieter than usual 

in the last week, due, in part, to the holiday lull in 
trading. Grain business was at a standstill and in other trades 
little of interest developed. There were no trans-Atlantic sugar 
fixtures and coal business was limited to the West Indies trade. 

West Indies time chartering continued fairly brisk, with a 
number of vessels engaged for round trips. A vessel of 3,531 
net tons was chartered for the South African trade, delivery 
Liverpool, redelivery South Africa via North of Hatteras, at 
70c for prompt loading. Another vessel of 1,935 net tons was 
taken for a trip down in the River Plate trade from North of 
Hatteras on the basis of 97%4c, with option for a trip up at 
$1.07% for early March loading. 

Three fixtures were reported in the scrap iron market. A 
vessel of 3,026 net tons was fixed from the Gulf to the Far 
East on the basis of 13s 3d for five ports, February loading. 
A 2,000 ton steamer was fixed from New York and Boston to 
United Kingdom at 11s f. d., also for February and a motorship 
of 2,624 net tons was taken from the Gulf to Japan at 13s 3d 
for March loading. 

Activity in the tankers trade was light. In the coastwise 
division a steamer was fixed from the Gulf to North of Hat- 
teras at 20c for light crude oil or 22c if fuel oil, for February. 
From California a dirty vessel of 5,217 net tons was fixed for 
Japan at 11s 3d for February loading and thence from Sumatra 
to Japan at 8s. 

A decline in the numbers and net tonnage of entrances and 
increases in clearances at the Port of New York is shown in 
figures compiled by the marine division of the Collector of the 
Port for 1934. In the intercoastal trade a slight decline in both 
entrances and clearances was shown, due to the strike last 
summer on the Pacific coast, while the coastwise trade showed 
a small decline in entrances and a considerable gain in clear- 
ances. 


S. P. STEAMSHIP OWNERSHIP 


In No. 6606, Southern Pacific Company’s ownership of At- 
lantic steamship lines, the Commission has modified a previous 
order so as to permit the Southern Pacific Company to operate 
its Atlantic steamship lines between Portsmouth, Newport-News, 
and Norfolk, Va., on the one hand, and Galveston, and Houston, 
Tex. on the other. Rates for the service may be established 
on or before April 12, on not less than five days’ notice, 


DEFERRED REBATES IN SHIPPING 


Invoking section 14a of the shipping act of 1916, under which 

the Secretary of Commerce must refuse right of entry to Amer- 
ican ports of foreign vessels owned or operated by persons 
parties to deferred rebate agreements from which American 
lines are excluded, the complainant in Shipping Board Bureau 
Docket No. 175, American Caribbean Line, Inc., vs. Compagnie 
Generale Transatlantique et al., charges exclusion from the As- 
sociation of West India Trans-Atlantic Steamship Lines and 
a 7 finding that the provisions of section 14a have been 
violated. 
_ It is alleged that, with respect to the traffic between ports 
in Europe and ports in the Windward and Leeward Islands, 
Trinidad and the Guianas the conference holds out to shippers 
an arrangement whereby, providing the shippers undertake to 
make no shipments except in connection with lines members of 
the association or affiliated thereto, for a given period of six 
months, the association will allow a rebate of 10 per cent to 
such shippers under certain regulations applying thereto. 

On October 10, 1934, the complainant says it applied for 
Membership in the association and undertaking to maintain 
conference rates on cargo from European ports, moving with 
transshipment at New York to ports in the Virgin, Windward 
and Leeward Islands, Trinidad and the Guianas, and that the 
association replied that it might assist matters considerably if 
the American Caribbean Line could agree to confine its applica- 
— to traffic between ports in Continental Europe and ports in 

€ Virgin, Windward and Leeward Islands, Trinidad and the 
a The applicant replied it would decline affiliation unless 
‘aiic to and from Great Britain were included. The associa- 
ion Would not agree to that. 





By reason of these facts, it is alleged, the complainant has 
been subjected to loss of business as a result of the fact that 
its lack of membership in the association subjected shippers 
in connection with complainant’s line to loss of deferred rebates 
paid by the association or its member lines. 

The law provides that if the Shipping Board (now the Sec- 
retary of Commerce) finds that American ships are excluded 
from agreements as to deferred rebates, it shall certify said fact 
to the Secretary of Commerce who “shall thereafter refuse such 
person the right of entry for any ship owned or operated by 
him or by any carrier directly or indirectly controlled by him, into 
any port of the United States, or any territory, district or pos- 
session thereof, until the board certifies that the violation has 
ceased or such combination, agreement, or understanding has 
been terminated.” 


VESSELS IN COASTWISE TRADE 


Chairman Bland, of the House committee on merchant 
marine, radio and fisheries, has favorably reported for passage 
H. R. 115, which would amend section 27 of the merchant 
marine act of 1920 by addition of the following proviso: 


That no vessel having at any time acquired the lawful right to 
engage in the coastwise trade, either by virtue of having been built 
in, or documented under the laws of the United States, and later sold 
foreign in whole or in part, or placed under foreign registry, shall 
hereafter acquire the right to engage in the coastwise trade. 


Foreign ships, under the coastwise laws of the United 
States, are forbidden entry into the coastwise trade of the 
United States. The committee report on the bill said the 
measure sought to prevent the renaturalization of ships formerly 
entitled to coastwise service but which had lost that right 
through foreign ownership. It was disclosed that there were 
174 American-built vessels of approximately 700,000 gross tons 
now under foreign flags and subject to repurchase and reentry 
in the coastwise trade of the United States. There were re- 
naturalized in the years 1921 to 1934, 172 American-built ships, 
with 171,726 gross tonnage, which had been sold abroad, re- 
purchased and renaturalized for coastwise trade. 

The vessels that may be brought back into the U. S. coast- 
wise trade unless the bill becomes law, according to the report, 
are of very little value except to cut into existing trade, de- 
moralize existing services, produce instability and disorder, 
and delay the building of ships in American yards where the 
employment would go to American labor. 

“The possibility of these vessels coming into the coastwise 
trade delays new construction,” said the committee. “The hear- 
ings disclose that steamship owners have been willing for some 
time to undertake some new construction if assured that these 
ships would not be purchased from foreign owners at a low price 
and brought into coastwise competition with them. Replacement 
of vessels in the coastwise trade with modern vessels of the 
latest and most efficient types is essential to the upbuilding and 
establishment of our American merchant marine.” 


WATER CARRIER AGREEMENTS 


Examiner C. O. Arthur in a proposed report in Shipping 
Board Bureau Docket No. 174 has recommended disapproval by 
the Department of Commerce of an agreement between the 
Ericsson Line, Inc., and Pan-Atlantic Steamship Corporation for 
establishment of through routes and joint rates on general cargo 
between Baltimore, Md., and New Orleans, La., Mobile, Ala., and 
Panama City, Fla., transhipped at Philadelphia, Pa., or Camden, 
Ps. a 

The Ericsson Line operates between Baltimore and Phila- 
delphia and Camden. The Pan-Atlantic operates between Phila- 
delphia and Camden, on one hand, and New Orleans, Mobile and 
Panama City, Fla., on the other. Mooremack Gulf Lines, Inc., pro- 
tested the agreement. It operated a direct service between Balti- 
more and New Orleans. Examiner Arthur said it was contended 
by protestant that under the agreement the Pan-Atlantic’s pro- 
portion of proposed joint rates would not be sufficiently remuner- 
ative to cover out-of-pocket cost of performing the service and 
that unfair competition would result. The respondent lines did 
not appear at the hearing held on the agreement, The examiner 
recommended that the department find that the agreement would 
be unfair as between the respondent lines and the Mooremack 
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lines and that it would operate to the detriment of the commerce 
of the United States. 

The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the pro- 
visions of Section 15 of the Shipping Act, 1916, as amended: 


Agreements Approved 


Agreement No. 3628 between Dollar Steamship Lines, Inc., Ltd., 
and Bay Cities Transportation Company covering the Transporta- 
tion of cargo on through bills of lading between U. S. Atlantic ports 
and Oakland, Alameda, and Richmond, Calif., transhipped at San 
Francisco. 

Agreement 
Klaveness & Co. 
through bills of 
in the Dutch East Indies, 


No. 3803 between Sudden & Christenson and A. F. 
A/S covering the transportation of cargo under 
lading from U. S. Atlantic coast ports to ports 


transhipped at Los Angeles Harbor or 
San Francisco. 


Agreement No. 3805 between Sudden & Christenson and A. F. 
Klaveness A/S covering the transportation of cargo under through 
bills of lading from U. S. Atlantic coast ports to ports in the Philip- 
pine Islands, Hongkong and China, transhipped at Los Angeles Har- 
bor or San Francisco. 

Agreement No. 3825 between Panama Mail Steamship Company 
(Grace Line) and the Canadian Government Merchant Marine, Ltd. 
(Canadian National Steamships) providing for the transportation of 
canned goods, dried peas, dried beans, and dried fruit under through 


bills of lading from U. S. Pacific ports to Montreal, Canada, 
transhipped at New York. ; 
Agreement No, 3826 between Elder Dempster Lines, Ltd., and 


’an-Atlantic Steamship Corporation, providing for the transportation 
of cargo on through bills of lading from West African ports of call 
of Elder Dempster Lines, Ltd., to Mobile, Ala., New Orleans, La., 
and Panama City, Fla., transhipped at Boston, New York, or Phila- 
delphia. 

gf No. 3860 between Calmar Steamship Corporation and 
South Coast Steamship Company providing for the transportation of 
cargo on through bills of lading from Monterey, Calif., to U. S. At- 
lantic coast ports, transhipped at San Francisco. 

Agreement No, 3881 between Munson Steamship Line (Edward P. 
Farley and Morton L. Fearey, trustees), Prince Line, Ltd. (Furness 
Prince Line), Panama Mail Steamship Company (Grace Line), and 
Grace Line, Inc. (Grace Line), providing for the booking and trans- 
portation of first-class passengers on South American tours via 
Valparaiso and Buenos Aires. . 

Agreement No. 3896 between Luckenbach Steamship Company, 
Inc., and American Caribbean Line, Inc., covering the transportation 
of general cargo on through bills of lading from Pacific coast ports 
to the West Indies and South America, transhipped at New York. 

Agreement No. 3897 between Dollar Steamship Lines, Inc., Léd., 
and Yamashita Shipping Company providing for the transportation 
of raw silk from Japan, China, and Hongkong to New York City, 
transhipped at Seattle by railroad cars to San Francisco, in quantities 


of twenty-five thousand pounds (25,000 lbs.) or more, and thence 
by the intercoastal carrier to New_York. ; 
Agreement No. 3900 between Luckenbach Steamship Company, 


Inc., and Ocean Dominion Steamship Corporation covering the trans- 
portation of general cargo on through bills of lading from 2a cific 
coast ports to the West Indies and South America, transhipped at 
New Yo k. 

Agreement No. 3901 between Tacoma Oriental Steamship Com- 
pany and Pacific Coast Direct Line, Inc., covering transportation of 
general cargo, with the exception of Bullion and Specie, under 
through bills of lading from U. S. Atlantic and Gulf ports of Pacific 
Coast Direct Line, Inc., to ports in Japan, Korea, Formosa, Siberia, 
Manchuria, China, Hongkong, Indo-China, and the Philippine Islands, 


transhipped at Seattle, Tacoma, Los Angeles Harbor, or San Fran- 
cisco, 
Agreement No. 3902 between Tacoma Oriental Steamship Com- 


pany and Weyerhaeuser Steamship Company covering transportation 
of general cargo, with the exception of Silk, Bullion, and Specie, under 
through bills of lading from Japan, Korea, Formosa, Siberia, Man- 
churia, China, Hongkong, Indo-China, and the Philippine Islands to 
U. S. Atlantic and Gulf ports, transhipped at Seattle, Tacoma, Los 
Angeles Harbor, or San Francisco. 


_ Agreement No. 3903 between American Mail Line, Ltd., and Pa- 
cific Coast Direct Line, Inc., covering transportation of general cargo, 
with the exception of Bullion and Specie, under through bills of lad- 
ing from Atlantic Coast and Gulf ports of loading of Pacific Coast 
Direct Line, Inc., to ports in Japan, Korea, Formosa, Siberia, Man- 
churia, China, Hongkong, Indo-China, and the Philippine Islands 
transhipped at Seattle, Tacoma, Los Angeles Harbor, or San Francisco. 

Agreement No. 3904 between American Mail Line, Ltd., and 
Weyerhaeuser Steamship Company, Inc., covering transportation of 
feneral cargo, with the exception of Silk, Bullion, and Specie, under 
through bills of lading from Japan, Korea, Formosa, Siberia, Man- 
churia, China, Hongkong, Indo-China, and the Philippine Islands to 
U. S. Atlantic Coast and Gulf ports, transhipped at Seattle, Tacoma 
los Angeles Harbor, or San Francisco. , 

Agreement No. 3911 between Calmar Steamship Corporation, The 
Oceanic Steamship Company, and Oceanic and Oriental Navigation 
Company covering the transportation of cargo on through bills of 
lading from U. S. Atlantic ports to Fiji Islands, New Zealand, and 
Australia, transhipped at San Francisco, or Los Angeles Harbor. 

Agreement No. 3914 between Shepard Steamship Company and 
Crowley Launch & Tugboat Company covering the transportation of 
caigo on through bills of lading from U. S. Atlantic ports to Mare 
Island California, transhipped at San Francisco, 

A{ -eement No. 3915 between Shepard Steamship Company and 
The California Transportation Company, Sacramento Navigation Com- 
pany, and Fay Transportation Company covering the transportation 
of cargo under through bills of lading between U. S. Atlantic ports 
and Sacramento and Stockton, transhipped at San Francisco. 

Agreement No. 3916 between Calmar Steamship Corporation and 
Roamer Tug & Lighterage Company covering the transportation of 
cargo under through bills of lading from U. S. Atlantic Coast ports 
to Vancouver, Washington, transhipped at Portland, Oregon. 

Agreement No. 3917 between Roamer Tug & Lighterage Company 
and Calmar Steamship Corporation covering the transportation of 
cargo under through bills of lading from Vancouver, Washington, to 
U. S. Atlantic Coast ports, transhipped at Portland, Oregon. ‘ 

Agreement No. 3922 between Bull Insular Line, Inc., and Kawasaki 
Kisen Kaisha covering the through transportation of general cargo, 
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except certain specified commodities, from China and Japan to Puer 
Rico and the Dominican Republic, transhipped at New York. " 

Agreement No, 3923 between Bull Insular Line, Inc., and Kawaga) 
Kisen Kaisha covering the transportation of certain specified an 
modities on through bills of lading from China and Japan to Pian 
Rico and the Dominican Republic, transhipped at New York. ” 

Agreement No. 3924 between Sudden and Christenson and Hap 
mond Shipping Co., Ltd., covering the transportation of cargo ml 
through bills of lading between U. S. Pacific ports and U. S. Atlant, 
ports, transhipped at San Francisco or Los Angeles Harbor. _ 

Agreement No. 3925 between Argonaut Line, Inc., and Hammon 
Shipping Co., Ltd., covering the transportation of cargo on sheen 
bills of lading between U. S. Atlantic ports and U. S. Pacific porn 
transhipped at San Francisco or Los Angeles Harbor. =i 

Agreement No. 3932 between American-Hawaiian Steamship (Coy 
pany and Bank Line, Ltd., Andrew Weir & Co., Managers, covering 
transportation of cargo under through bills of lading from ports - 
call of Bank Line, Ltd., in China and Japan to United States Atlanti: 
Coast ports of discharge of American-Hawaiian Steamship Compan 
transhipped at San Francisco or Los Angeles Harbor. 4 
_ Agreement No. 3938 between Matson Navigation Company, The 
Oceanic Steamship Company, Los Angeles Steamship Company, States 
Steamship Company (California-Eastern Line), and Merchants & 
Miners Transportation Company providing for the transportation oj 
canned pineapple and canned pineapple juice under through bills 9; 
lading from specified Hawaiian Islands ports to Miami and West Palm 
Beach, transhipped at San Francisco and at Jacksonville. ; 

Agreement No. 3941 between Williams Steamship Corporation 
and Kawasaki Kisen Kaisha covering the transportation of genera! 
cargo on through bills of lading from Japan and China to Puerto Rico 
transhipped at Seattle, San Francisco, or Los Angeles Harbor, 

Agreement No. 3942 between Luckenbach Gulf Steamship Com- 
pany, Inc., and The New York and Porto Rico Steamship Company 
covering the transportation of certain specified commodities 0) 
through bills of lading from U. S. Pacific Coast to Puerto Rico, tran- 
shipped at New Orleans. 

Agreement No. 3944 between Lykes Bros. Steamship Co., Inc, 
and the Buxton Lines, Inec., covering the transportation of general 
cargo under through bills of lading between U. S. Gulf ports and 
Newport News, Hopewell, Petersburg and Richmond, Virginia, trans- 
shipped at Norfolk, Virginia. 

Agreement No. 3949 between American-Hawaiian Steamship 
Company and Canadian Government Merchant Marine, Ltd., provid- 
ing for the transportation of canned goods, dried fruit, dried peas, 
dried beans, and rice on through bills of lading from U. S. Pacific 
ports to Halifax, N. S., transshipped at New York. 

Agreement No. 3954 between Luckenbach Steamship Company, 
Inc., and Shaver Forwarding Company covering the __transporta- 
tion of cargo on through bills of lading’ from Vancouver, Washington, 


to U.. B. Atlantic ports, transshipped at Portland, Oregon. 
Agreement No. 3955 between Luckenbach Steamship Company, 
Inc., and Shaver Forwarding Company covering the transportation 


of cargo on through bills of lading from U. S. Atlantic ports to Van- 
couver, Washington, transshipped at Portland, Oregon. 

: Agreement No. 3957 between American Line Steamship Corpora- 
tion and Colombian Steamship Company, Ine., covering the trans- 
portation of baled sisal on through bills of lading from Fort Liberty, 
Haiti, to U. S. Pacific ports, transshipped at New York. 

Agreement No. 3963 between Luckenbach Steamship Company, 
Ine., and Oriole Lines (Southgate-Nelson Corporation, managing Op- 
erators) covering the transportation of general cargo on through bills 
of lading from U. S. Pacific Coast ports to United Kingdom, trans- 
shipped at Boston. 

_ Agreement No, 3964 between the Oceanic Steamship Company, 
Oceanic and Oriental Navigation Company, and McCormick Steam- 
ship Company covering the transportation of cargo under through 
bills of lading from Australia, New Zealand and Fiji Islands to U. S$. 
Atlantic ports, transshipped at San Francisco or Los Angeles Harbor. 

Agreement No. 3971 between Tacoma Oriental Steamship Company 
and Calmar Steamship Corporation covering transportation of gen- 
eral cargo with the exception of bullion and specie, under through 
bills of lading from U. S. Atlantic Coast ports of loading of Calmar 
Steamship Corporation to ports in Japan, Korea, Formosa, Siberia, 
Manchuria, China, Hongkong, Indo-China and the Philippine Islands, 
with transshipment at Seattle, Tacoma, Los Angeles Harbor or San 
Francisco. 

Agreement No. 4001 between Sudden & Christenson (Arrow Line) 
and Bay Cities Transportation Company covering the transportation 
of general cargo on through bills of lading between U. S. Atlantic 
ports and Oakland, Alameda and Richmond, Calif., transshipped at 
San Francisco, Oakland, Alameda or Richmond. 


Agreements Modified 


Agreement No. 2267 between Panama Mail Steamship Compan) 


(Grace Line) and Compagnie Generale de Navigation a Vapeur 
(Fabre Line) covering the transportation of canned goods, canned 
fruit and dried fruft on through bills of lading from U. S. Pacific 


Coast ports to specified ports in Algeria, Morocco, Tunis and France, 
transshipped at New York. The modification provides for the addi- 
tion of Lisbon and Oporto, Portugal, as ports of destination. 

Agreement No. 3142 between Sudden & Christenson and Border 
Line Transportation Company covering the transportation of car20 
on through bills of lading from Vancouver and Victoria, B. C., to U. 
S. Atlantic ports, transshipped at Seattle or Tacoma. ‘The modifica- 
ee amends the agreement as respects the division of the through 
rates. 

Agreement No. 3588 between Pacific-Atlantic Steamship Company 
and Baltimore Mail Steamship Company covering the transportation 
of cargo, except lumber, on through bills of lading between U. S. 
Pacific Ports and Havre, Bremen, Hamburg and European arbitrary 
ports, transshipped at Baltimore or Norfolk. The modification pro- 
vides for the inclusion of London as a port at which cargo will be 
originated and destined. 

_ Agreement No, 3594 between States Steamship Company and Bal- 
timore Mail Steamship Company covering the transportation of cargo, 
except lumber, on through bills of lading between U. S. Pacific Coast 
ports and Havre, Bremen, Hamburg and European arbitrary ports, 
transshipped at Baltimore or Norfolk. The modification provides 
for the inclusion of London as a port at which cargo will be orig- 
inated or destined. 

Agreements Canceled 


Agreement No. 479, as amended, between the Cunard Steam ShiP 
Company, Limited (Cunard Line), the Oceanic Steam Navigation 
Company, Ltd. (White Star Line), and the United States Lines Com- 
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nany covering the maintenance by the United States Lines Company 
nf conference rates on traffic moving from Southampton to New 
oAgreement No. 1070, as amended, between Luckenbach Gulf 
steamship Company, Inc., and United Fruit Company providing for 
the transportation of canned goods and dried fruit from Pacific Coast 
ports to specified ports in Mexico, transshipped at New Orleans, 
~ Agreement No. 1307 between Luckenbach Gulf Steamship Com- 
pany, Inc., and United Fruit Company providing for the transporta- 
tion of cotton in bales from Pacific Coast ports to Vera Cruz and 
Tampico, transshipped at New Orleans. 
Agreement No. 1812 between Nelson Steamship Company and 
rrank Waterhouse & Co. of Canada, Limited, providing for the 
transportation of bone meal and bone flour under through bills of 


lading from San Francisco to Vancouver, B. C. 


Agreement No. 1920, as amended, between the New York and 
Porto Rico Steamship Company and Luckenbach Gulf Steamship 


Inc., covering the transportation of certain specified com- 
Pacific Coast ports to 
transshipped at New 


Company, . € L L 
modities on through bills of lading from U. S. 
fuerto Rico and the Dominican Republic, 
Orleans 

Agreement No. 2210 between Luckenbach Steamship Company, 
Inc, and Ocean Dominion Steamship Corporation covering the trans- 
portation of general cargo on through bills of ladinig from Pacific 
Coast ports to the West Indies and South America, transshipped at 
New York. 

Agreement No. 2860 between Shepard Steamship Company and 
the California Transportation Company, and Sacramento Navigation 
Company covering the transportation of cargo on through bills of 
lading between U. S. Atlantic Coast ports and Sacramento and Stock- 
ton, transshipped at San Francisco. 

Agreement No. 3084 between Shepard Steamship Company and 
Crowley Launch & Tugboat Company covering the transportation 
of cargo under through bills of lading from U. S. Atlantic ports to 
Mare Island, California, transshipped at San Francisco. 


Agreement No. 3180 between Sudden & Christenson and A, F. 
Klaveness & Co. A/S covering the transportation of cargo under 


through bills of lading from U. S. Atlantic Coast ports to Oriental 


ports, transshipped at San Francisco or Los Angeles Harbor. 

Agreement No. 3186 between Sudden & Christenson (Arrow Line) 
and Bay Cities Transportation Company covering the transportation 
of general cargo on through bills of lading between U. S. Atlantic 
ports and Oakland, Alameda and Richmond, Calif., transshipped at 
San Francisco. 


SHIP CONFERENCE RULE UPHELD 


Dismissal of the complaint in Shipping Board Bureau Docket 
No. 148, Pablo Calvet & Co. vs. Baltimore Insular Line, Inc., 
et al, has been recommended by Examiner C. O. Arthur on a 
finding that respondents’ conference rule involving shipments 
from Puerto Rico to European ports, transshipped at Atlanuic 
and Gulf ports to trans-Atlantic carriers, has not been shown 
to be unfair or to operate to the detriment of commerce of the 
United States. 


Under through billing arrangements respondents, according 
to the examiner, assess through rates lower than the combina- 
tion of the local rate from Puerto Rico to the United States 
and the local rate from the United States to Europe. Com- 
plainant alleged that refusal by respondents under a conference 
rule to issue new bills of lading at their Atlantic and Gulf ports 
on shipments made locally from Puerto Rico to such Atlantic 
and Gulf ports, the new bills of lading to show through trans- 
portation and through rates from Puerto Rico to European ports 
Was detrimental to its business and to commerce of the United 
States. In his report the examiner said: 





Using in illustration a shipment of annatto seed t , 
Bull Insular Line on a local bill of ladi 1 aan aes A 
= complaint is that— — a So oe soem 

“Complainant offered to surrender full set of local bi i 
from Puerto Rico to New York in exchange for a new bill of aan 
showing the European terminal port (Copenhagen) desired Com- 
plainant further requested the carrier to make out the new bill show- 
Ing complainant as shippers, the complainant wishing to keep secret 
to their European consignees the name of the original shippers in 
Puerto Rico. Complainant offered to pay the through freight as per 
established through rate. The carrier refused to comply with this 
request, alleging that this request was against respondent’s confer- 
ence rules, This was confirmed by said conference. This rule of re- 
spondent’s conference is in detriment of complainant’s business and 
of the commerce of the United States.”’ 
th Generally the rates under the through billing arrangements are 
me same as those of direct line carriers from Puerto Rico to Europe, 
and complainant must secure such rates in order to sell Puerto Rican 
commodities in the European markets. Because of a refusal by re- 
spondent Bull Insular Line to furnish new bill of lading as requested, 
complainant lost a sale of annatto seed in Copenhagen. Other sales 
under similar circumstances have also been lost by complainant due 
to similar refusals. 
ina The shipment of annatto seed used by complainant for illustration 
= through exchange of cables, purchased by complainant from a 
<waer in Aguadilla, Puerto Rico, f. 0. b. that port. It was carried for 
complainant | to New York on Bull Insular Line local bill of lading. 
somplainant s request for new bill of lading was first conveyed to re- 
— two days after vessel arrival in New York and after dis- 
f ike had been completely effected. Complainant admits respondent 
u lled its bill of lading obligation in effecting delivery of the ship- 
ment in New York. 

, on nte question presented for determination is whether after re- 
eanents have completely fulfilled every obligation of their bill of 
— contracts with complainant to furnish transportation of ship- 
re ats from Puerto Rico to United States ports they shall be required, 
‘jon see of those shipments as complainant may sell abroad, to con- 
- further and differently. The advantages which would result to 

mplainant under such requirement would be—time after local trans- 
oe transaction has been consummated within which to effect 
Sale abroad, use of respondents’ docks pending such sale, and a lower 
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charge than is applicable for the two local transportation services 
actually received. 

As illustrated by the consignment of annatto seed, the contract 
of carriage was completed at New York, and any further carriage of 
complainant’s shipments involved a new and independent transporta- 
tion transaction. The advantages complainant seeks are manifestly 
not in any respect demandable of respondents as a matter of right. 
It follows that respondents’ refusal to rebill and apply lower through 
rates on the reshipped cargo concerned can not be considered to de- 
prive complainant of any right or privilege to which it is entitled. 
Moreover, the issuance of through bills and according through rates 
for two local transportation movements is prohibited by Section 16 
of the Shipping Act, which makes unlawful the furnishing by sub- 
ject carriers of transportation at less than their regular rates through 
false billing or by other unfair device or means. 

The Department should find that respondents’ rule, in observance 
of which their refusal to rebill and apply lower through rates on re- 
shipped cargo is made, has not been shown to be violative of any 
provision of the shipping act, 1916, as amended, or to be unfair, or to 
operate to the detriment of commerce of the United States within the 
meaning of section 15 of that act. The complaint should be dismissed. 


PANAMA CANAL TOLLS 


Another effort—this time supported by President Roosevelt 
—to put through Congress a bill (H. R. 5292) to do away with 
the present dual system of measurement for ships using the 
Panama Canal and provide “a single equitable toll system there- 
for,” is being made by the House committee on interstate and 
foreign commerce, which has favorably reported the bill to the 
House, 

Panama Canal administrations have tried for years to ob- 
tain enactment of legislation doing away with the so-called 
dual system. 

“It has four times passed the House, only to have Congress 
adjourn without action being taken in the Senate,” says the 
committee report, which was submitted by Representative Lea, 
of California. 

Interpretation of the existing law, according to the com- 
mittee, among other things, resulted as follows: 





1. Space chargeable under one system was exempt under the 
other; and 

2. By superficial structural changes in ships their operators were 
permitted to reduce the chargeable space and thus in effect reduce 
their tolls; and 

3. Aggregate tolls were automatically reduced at once and since 
have been progressively decreased by structural changes in the ships; 
and 

4. Distinct inequalities of tolls as between ships according to their 
cargo capacity has resulted—some partially exempting themselves 
and others failing or being unable to do so; and 

5. Requires a higher toll rate than equitably needed to collect the 
aggregate amount of tolls now being collected; and 

6, Administrative difficulties. 


President Roosevelt has urged enactment of the proposed 
legislation. In a letter to the chairman of the House committee 
on interstate and foreign commerce, he said: 


The rules for the measurement of vessels transiting the Panama 
Canal and the rates of tolls established under the Panama Canal Act 
were based upon two fundamental] principles: First, that tolls should 
be paid on the earning capacity of a vessel, and, second, that the 
President should have latitude within which to fix the rate of tolls 
in conformity with the limits established by law. 

Shortly after the Canal was opened for use, the law was so in- 
terpreted by an opinion of the attorney general that the rules for 
establishing net registered tonnage under United States Statutes 
were required to be applied to determine the maximum tolls col- 
lectible, with the result that inequities have arisen, earning capacity 
no longer governs the amount of tolls paid, and each year since then 
a progressively reducing rate of tolls has been collected. The rules 
for determining net registered tonnage under United States Statutes 
are administered by the Bureau of Navigation of the Department of 
Commerce, which has no responsibility for the Canal,‘ and the rules 
themselves have never been considered suitable for determining Canal 
tolls. 

A bill similar to the one which passed the House of Representa- 
tives during the last Congress and was pending on the Senate calendar 
at the time of adjournment will, if enacted, make it possible to remedy 
these unsatisfactory conditions by returning to the President control 
of the rates of tolls to be charged within the limits prescribed by law. 

I recommend the enactment of this legislation. 


“Representatives of the steamship interests recognize the 
dual system is unsatisfactory, but object to any measure that 
would result in increased charges to any of their members,” 
says the committee report. “Any change from a system admit- 
tedly unfair as between vessels to one that is fair and just, 
under rates producing no increase in the aggregate tolls col- 
lected, would result in an increase to vessels that have been 
beneficiaries under the present plan, and a corresponding re- 
duction to vessels that have been discriminated against.” 


Special Study Proposed 


The committee quoted a letter from Secretary of War Dern, 
written when the legislation was pending last year, that he 
would recommend adoption of a tolls rate of not more than 90 
cents on laden vessels, if the bill passed. A maximum rate of 
$1 is proposed in the bill. The minimum would be 60 cents. 
The committee said a revision of the Panama rules would re- 
sult in a reduction of the aggregate amount collected, but that 
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this probably would be offset by increased tonnage as business 
conditions improved, and added: 


The tolls readjustment contemplated by this legislation involves 
not only the elimination of the dual system but also a revision for the 
purpose of modernizing the Panama Canal rules. 

In order that such revision may be made thoroughly and with full 
knowledge of the facts, it is provided in section 2 that the President 
shall appoint a special committee of three members to serve for not 
more than 6 months to study and investigate the problem as to the 
measurement of vessels and the tolls that should be charged. It is 
provided that hearings shall be held at which interested parties shall 
have full opportunity to present their views. 

This investigation is fully warranted from the standpoint of the 
vast traffic now transiting the Canal, of the importance to the ship- 
ping interests involved, and particularly from the standpoint of ad- 
justing the manifest inequities of the present system. The end 
sought is ‘‘to provide a practical, just, and equitable system of 
measuring such vessels and levying such tolls.’ 

The committee is required to report to the President before Janu- 
ary 1, 1936. The revised tolls will not go into effect before Septem- 
ber 1, 1936. The law requires that six months’ notice of change of 
tolls be given. This will allow the President two months after the 
report is made before adopting the revised rules. 

Governor Schley, of the Canal Zone, specifically authorized a state- 
ment to the committee that he— 

“Will recommend that a study of the rules be made after the 
passage of the bill with reference to changes made in types of ves- 
sels placed in service since the rules were formulated, with a view 
to recommending such changes in the rules as to ensure that they 
would be applied with equity to all the various types of vessels now 
transiting the Canal.’ 

In view of the widesperad and practical importance of the problems 
involved, the committee thought it desirable to provide for the special 
committee investigation in order that the committee might have a 
broad background of national interest reflected in its work. 

We must recognize another consideration of great importance; the 
establishment of a system of measurement faithful to the principle 
of tolls, in proportion to earning capacity, will give the whole plan 
a basis of inherent justice impossible under the present dual system. 
If such a plan be adopted the hardship of adjustment thereto, what- 
ever it may be, will be the hardship of conforming to a plan equitable 
because equal in its operation. It would be the hardship of equalizing 
rates that have heretofore been discriminatory. The increased burden 
to one vessel would to that extent be an equal release of burdens 
now carried by others; all would be placed on a parity. 

It is very important that the new rules established pursuant to 
this legislation shall be practical, just, and equitable. If so, they 
will not only assure a satisfactory return from the operation of the 
Panama Canal but will also provide a definite and equitable distri- 
bution of the tolls among the users of the Canal. The establishment 
of sueh a system will be of ultimate benefit to ship operators and 
commerce generally. 

Conclusions 


The hearings and consideration of this subject have led the mem- 
bers of this committee to reach these conclusions: 

(1) That the dual system controlling measurements and toll 
charges of vessels using the Canal should be abolished; 

(2) That a single system of measurement and toll charges should 
be established under rules and regulations to be prescribed by the 
President based primarily as to commercial vessels, on the principle 
that tolls should be charged according to earning capacity; 

(3) That developments in ship construction and operations since 
the Panama Canal rules were adopted, as well as experience in the 
administration of the Canal, have made it desirable that the rules of 
measurement and tolls under that system should be revised with a 
view of medernization and practical application to existing ship 
construction and operation and for the proper equalization of the 
toll burden as between vessels using the Canal: 

(4) The initiation of new rates should harmonize with the economic 
conditions under which they are imposed and should be subject to 
revision as economic conditions and the traffic at the Canal may 
warrant; and 

5) That an equitable distribution of the toll burden rather than 
an increase of the aggregate tolis collected is the justification for this 
legislation. 


In 1934, according to the Panama Canal Record, 5,342 ves- 
sels, on which tolls of $24,358,323 were paid, transited the Pan- 
ama Canal, as compared with 4,612 vessels, and tolls of 
$21,403,255.25 in 1933. Tons of cargo transported through the 
canal jumped from 21,146,760 in 1933 to 25,900,152 in 1934. 


DANGEROUS ARTICLES BY WATER 


H. S. Brown, chief of the Division of the Bureau of Regula- 
tion of the Shipping Board Bureau, has notified carriers by 
water that filing with the Commission of the regulations for 
the transportation of explosives and other dangerous articles by 
water by W. S. Topping will not be enough to enable them to 
carry such articles. They must also file the regulations with 
the Shipping Board Bureau. Inasmuch as the Commission has 
postponed the effective date of its order, at the request of 
Secretary Roper (see Traffic World February 2, p. 215), from 
February 1 to April 1, carriers by water will have ample time 
in which to prepare their tariffs. The notice sent out by Mr. 
Brown follows: 


Regulations for the transportation of explosives and other dan- 
serous articles on freight and freight-and-passenger vessels by water 
in coastal and intercoastal commerce, promulgated by the Interstate 
Commerce Commission, prohibit the transportation of some commodi- 
ties and contain packing requirements with respect to others which, 
if complied with, would require carriers to refuse to accept traffic for 
transportation held out to the public by their tariffs filed with the 
United States Shipping Board Bureau. This departure from published 
tariffs can only be avoided by the filing of the regulations in tariff 
form, pursuant to section 18 of the shipping act, 1916, and Section 2 
of the intercoastal shipping act, 1933. The regulations may be in- 
cluded in rate tariffs, or may be published in separate tariffs filed by 
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each carrier or by an agent acting for all carriers under authority 
power of attorney. The filing of the water regulations with the Inte 
state Commerce Commission by Mr. W. S. Topping of the Bureay, 
Ixxplosives is not a compliance with the filing requirements of , 
shipping acts. Compliance with the latter acts will require filing yj 
the United States Shipping Board Bureau under an SB or SB-I nip 
ber and on the notice required by those acts. Such filing shoulq\ 
made at as early a date as possible. 7 

When the regulations have been filed in tariff form, tariffs 
taining rates which are subject thereto should refer to the gp, 
SB-I number, as the case may be, in substantially the following ma, 
ner: 

“Governed, except as otherwise provided herein, by the rules ay 
regulations governing the transportation of explosives and other day, 
gerous articles by water shown in SB No. (or SB-I No.), gy, 
plements thereto or successive issues thereof.’’ 
























































IMPROVEMENT OF WATERWAYS 


Allotment of $60,000 for the further improvement of Po 
Aransas Pass, Texas, has been announced by the Public Work 
Administration. The channel will be widened to a width of §(j 
feet. The Port Aransas Channel affords an outlet to the (yj 
of Mexico for the port of Corpus Christi and for terminals 
the channel leading to that port. The allotment was made ty 
the Corps of Engineers, War Department. 

To maintain a 9-foot channel during the remainder of th 
fiscal year ending June 30, 1935, in the Ohio River in th 
Louisville district, Secretary of War Dern has allotted $367,00/ 
of waterway funds. Dredging is necessary on account of shoal. 
ing at bars in the various pools in the river. 

For completion of repair work at lock and dam No, ? 
Cape Fear River, N. C., above Wilmington, necessary to main. 
tain an 8-foot channel, an allotment of $100,000 has been maie, 

For examinations, surveys and contingencies in the Rock 
Island (Ill.) district an allotment of $65,000 has been maie, 

An allotment of $81,500 for lock operations and dredging in 
the Tennessee River at lock No. 3 has been made. 

An allotment of $26,000 for examinations, surveys, and 
contingencies in the Nashville (Tenn.) district has been an. 
nounced by the War Department. 












NICARAGUAN CANAL PROPOSED 


Senator McKellar, of Tennessee, has introduced S. 179i, 
a bill authorizing negotiations and providing for the construc. 
tion, maintenance, and operation of an interoceanic canal over 
Nicaraguan territory. The measure was referred to the Senate 
committee on interoceanic canals. 


INTERCOASTAL WATER TRAFFIC 


In December, 1934, 66 ships with cargo of 149,973 tons 
transited the Panama Canal from the Atlantic to the Pacific 
in the United States intercoastal trade, according to the Panama 
Canal Record. In the reverse direction 70 ships with cargo 
of 515,917 tons transited the Canal. 


WESTBOUND INTERCOASTAL PIPE 


Hearing in Shipping Bureau Docket No. 170, westbound 
intercoastal cast iron pipe, will be held February 25 in the 
court room of the Post Office building, Charleston, S. C. It was 
originally scheduled for February 18. 


MISSOURI RIVER BARGE SERVICE 


The Inland Waterways Corporation, the government barge 
line agency, plans to begin barge line service on the Missouri 
River between St. Louis and Kansas City about April 1, subject 
to the conditions that there be guaranteed for movement a minr 
mum of 2,000 tons of freighi a week from Kansas City and 
that there be provided at Kansas City sufficient minimum facil 
ities to handle the barge traffic at that point. It is planned to 
make one round trip every ten days. Service of the govein- 
ment barge line on the Missouri has been under contemplation 
for several years, awaiting a sufficient channel to carry the 
barges. Provision for extension of the service to the lower 
Missouri is made in the barge line legislation and prepara 
tions for it have been under way for some time. 


FREIGHT CLAIM DIVISION MEETING 

The annual convention of the Freight Claim Division of 
the Association of American Railroads has been set for May 21, 
22, and 23, at Chicago. Headquarters will be at the Hotel Sher: 
man. Standing committees of the division will meet March 12, 
13 and 14, so that their reports may be issued in advance of the 
convention. Hotel reservations and other local matters are 
the hands of a committee on arrangements appointed by the 
Chicago Claim conference. 


The abstracts of tariff filings, rejections, suspet 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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OTOR truck operators of the central west favor state and in- 
terstate regulation of highway transportation “provided the 
rights and interests of motor vehicle operators are protected.” 
That was the burden of a resolution, adopted in the closing 
moments of the annual meeting of the Central Motor Freight 
Association, at Chicago, February 14, after fear had been ex- 
pressed that merely to favor “proper regulation” might result 
in an interpretation of the adjective prejudicial to the owners 
and operators of motor trucks for hire. . 
Most of the day was given over to a discussion of various 
pieces of proposed legislation, state and interstate. This dis- 
cussion was led by Chester G. Moore, chairman of the board of 
directors of the association, who seemed to have acted as an 
ynofficial legislative committee. Before the close of the meet- 
ing, however, the president was instructed by resolution to 
appoint a legislative committee of seven members. ; 
Mr. Moore read an analysis of the proposed Eastman high- 
way transportation regulation bill and there was considerable 
discussion of it. Although, in the end, no action was taken, the 
body taking its cue from the American Trucking Associations, 
Inc., which is “studying the question further,” and from the 
policy committee, of which two Central Association members 
are serving, it was apparent from the discussion that there 
were certain clauses of the proposed law to which the meeting 
objected. These included clauses exempting carriers engaged 


—_————]}$<$ 


For other motor transport news, see else- 
where items in which other considerations are so 
involved that they cannot be segregated in this 
column. 





speakers thought 
cluded getting at the “itinerant peddler,’” about whom much 
was said, none of it good; the clause giving the Commission 
power to order applications for certificates served on anyone 
it sees fit, which, the opinion was, ought to be made more 
specific; the clause giving the Commission power to predicate 
the granting or rejection of a certificate on “future public con- 


in “occasional transportation,” Which pre- 


venience”; and the clause exempting from suspension rates 
filed under the so-called “grandfather clause.” 

Illinois legislation came in for a good deal of attention, 
especially a bill proposed by the Illinois Commission, which 
met with general approval by the body, but against the ton-mile 
tax provisions to which there was a strenuous protest in the 
form of a resolution. An alternate plan, proposed by Mr. Moore, 
for splitting the present license tax into a license tax and a 
road tax, so that operators in Illinois from other states could 
be made to contribute the latter, met with indifferent response 
and was the direct cause of the adoption of the motion to have 
aregular legislative committee. 

Earlier in the session Earl Girard, manager, rates and 
tariff division, Illinois state code authority for the trucking 
industry, spoke on “Rail Rates vs. Truck Rates.” He not only 
declared the present rail rate and classification bases wholly 
impracticable for trucking use, but he also said he doubted 
the practicability of many railroad tariffs for rail use. In the 
matter of classification he advocated the scrapping of the entire 
rail classification system and substituting therefore three 
(lasses of freight only: “Light and bulky,” “medium heavy,” 
and “heavy commodities.” Irvin Rooks, attorney for the Illinois 
Commission, spoke about the pending Illinois truck and bus 
bill at a banquet in the evening. 

The following officers were reelected: President, Elvin Wat- 
son, Merchants’ Cartage Company, Galesburg, IIl.; first vice- 
president, Harold A. Baker, president, Chicago Heights Truck- 
ing Company, Chicago Heights, [l.; second vice-president, Carl 
Ove, president, Hayes Freight Line, Mattoon, IIl.; secretary, 
Ben Johnson, vice-president, Consolidated Motor Freight Com- 
bany, Chicago; treasurer, Ralph Bucklin, Reliable Transfer Co., 
Chicago; chairman of the board, Chester G. Moore, Chicago. 





REGISTRATION OF TRUCKS 
“For-hire” trucks registered under the trucking code total 


300,329, according to latest reports to the National Code Author- 


hire” trucks in the second year of the code authority has been 
begun. 

It is pointed out that “100 per cent private carriers” are not 
subject to the code but that the operator who transports for a 
single customer is a contract carrier, even though in some states 
he may operate under a private carrier license. 

“The registrant who buys and sells and gains his principal 
revenue from the transportation of a commodity, or who sells 
his own products and gains revenue from the transportation 
thereof, is conducting a for-hire trucking operation according to 
the terms of the code, and should register in the appropriate 
classification, which in most such instances is anywhere-for-hire, 
although it also can be contract or city cartage, under varying 
circumstances,” says the trucking association. 


AIR MAIL COMPENSATION 


The Trafic World Washington Bureau 


Postmaster-General Farley has asked the Commission for 
further hearing before final submission in air mail docket No. 1, 
air mail compensation. He said the delay incident to a further 
hearing would not prejudice any of the parties but would enable 
all to place the facts relative to the present operations before 
the Commission to aid it in its decision. He said that, since 
the close of the hearing, conditions affecting the operation of 
the air mail routes had changed to such great extent that the 
present record was obsolete. He pointed to the President’s 
message of January 31, concurring in the recommendations of 
the Federal Aviation Commission that the Commission have 
temporary power to increase or lower the air mail rates as 
reason for further hearing so that, in the event the recom- 
mended legislation is passed, the record will be sufficiently 
broad to permit the Commission to prescribe fair rates, which, 
he submitted, could not be done on the present record. 


LARGE AIRSHIPS GET BLOW 


Loss of the navy giant airship, the Macon, this week, was a 
blow both to further military and commercial development of 
that type of aircraft, in that President Roosevelt let it be known 
that the government would not ask Congress for money for the 
building of such craft, either for military or commercial purposes, 
at this time. The President, however, was not saying that the 
death knell of such craft had been sounded. Further experi- 
mentation might justify the building of such craft in the future, 
it was stated. There are proposals before Congress providing 
for subsidies for giant lighter-than-air craft for operation be- 
tween the United States and foreign ports but in view of the 
position taken by the President as the result of the loss of the 
Macon—the fourth great airship to be lost by the government’s 
defense forces—it is not probable that anything will come of 
them in the near future. The indications are that emphasis 
will be placed on the further development of heavier-than-air 
craft. For the price of one airship, such as the Macon, it was 
pointed out, fifty airplanes could be purchased for scouting pur- 
poses. The other airships lost by the government were the 
Shenandoah, the Akron, and the ZR-2, the latter having been lost 
in England in a test flight. 


AIR TRAFFIC 


Domestic scheduled air lines carried 461,743 passengers in 
1934, the Bureau of Air Commerce, Department of Commerce, 
announced February 11. 

“This figure covers operations of the air lines within the 
borders of the United States only, and does not include foreign 
extensions to other nations in the western hemisphere,” said 
the bureau. 

“In 1933 the domestic scheduled air lines carried 493,141 
passengers. Other statistics on the operation of domestic sched- 
uled air lines in 1934 as compared with 1933 are: Air express 
poundage, 1934, 2,133,191; 1933, 1,510,215. Miles flown, 1934, 
40,955,396; 1933, 48,771,553. Passenger miles flown (a passenger 
mile igs one passenger flown one mile), 1934, 187,858,629; 1933, 
173,492,119. 

“Total passengers decreased slightly in 1934 while pas- 
senger miles increased, indicating longer trips by individual 
passengers. 

“Statistics for 1934 were drawn up by the bureau after re- 
ceiving reports for the final month of the year. In December 
the 22 domestic lines in operation carried 33,563 passengers, 
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217,852 pounds of express, flew 3,364,968 miles and 15,594,800 
passenger miles. In each case the figure represented an increase 
over December, 1933, except in miles flown, which showed a 
slight decrease.” 





AIR MAIL CONTRACTS 


The House has passed §S. 932, a bill authorizing the Post- 
master General to extend existing air mail contracts so that 
until April 1, 1936, it will not be necessary to cancel the air 
mail contract between Seattle and San Diego held by the United 
Air Lines. The present air mail act requires such cancellation 
because of limitations as to the holding of more than one con- 
tract by an air carrier, the United Air Lines also operating a 
transcontinental route. Prior to April 1 next year, it was stated, 
the expectation is that the air mail act will be superseded by 
permanent air mail legislation. 


AIR LINE SERVICE 


Another round trip coast-to-coast schedule over the Mid- 
Continent airway from New York to Los Angeles, via Salt Lake 
City, has been inaugurated by United Air Lines and Western 
Air Express. 

Eastbound the new schedule provides for departure from 
Los Angeles at 7:50 A. M., with a daylight flight over the scenic 
west, reaching Chicago at midnight, and arriving in New York 
at the breakfast hour. The westbound schedule departs from 
New York at 11:00 P. M. and Chicago at dawn with arrival 
in Los Angeles at 5:40 P. M. 

The new service follows the recent addition of high-speed 
transports over the Western Air Express route from Salt Lake 
City to Los Angeles. It supplements another round trip coast- 
to-coast flight over the Mid-Continent airway, with a westbound 
schedule departing from New York at noon and Chicago in the 
late afternoon, with arrival in Los Angeles before breakfast. 
The second daily eastbound service departs from Los Angeles at 
midnight, with a mid-afternoon arrival in Chicago and an eve- 
ning arrival in New York City. 


IMPROVEMENT OF AIRWAYS 


Allotment of $20,000 to complete a project of the Bureau 
of Air Commerce, Department of Commerce, for the combining 
of radio facilities so as to provide for standby equipment at 57 
places has been announced by the Public Works Administration. 
With the additional allotment the Department of Commerce in- 
formed PWA it would install fifth tower antenna at Albuquerque, 
Boston, Fort Worth, Kansas City, Los Angeles, Oakland and 
Omaha and the construction and installation of a set of four 
tower antenna masts at Buffalo. 


NORTHERN PACIFIC LOCOMOTIVES 


The last unit of the Northern Pacific Railway’s fleet of 10 
new roller-bearing locomotives has been shipped from the 
manufacturing plant, and within a few weeks all of these mod- 
ern type steam locomotives will be in operation, according to 
operating officers of the railway company. The first unit was 
delivered in October. These locomotives, said to be the largest 
steam power units ever placed in passenger service in the 
northwest, will power the North Coast Limited between James- 
town, N. D., and Missoula, Mont., a distance of 916 miles. 
Already some of the locomotives are in service. 


“DRIVEN-IN”’ LIVESTOCK RECEIPTS 


The Department of Agriculture through its Bureau of Agri- 
cultural Economics has issued a compilation showing “driven- 
in” receipts of livestock in 1934, the statistics being regarded 
as an indicator of the volume of motor truck livestock traffic 
because most of the “driven-in” livestock moves by truck. 

The statement shows that for cattle, calves, hogs, sheep 
and horses and mules, “drive-ins” made up the following per- 
centages of total receipts in 1934 at 62 markets: Cattle, 35.8; 
calves, 43.6; hogs, 58.3; sheep, 22.1, and horses and mules, 28.1. 

For seventeen principal markets in 1934 “drive-ins’” made 
up 46.94 per cent of the receipts for all species combined. The 
percentages for all species combined at each of the markets 
making up the average of 46.94 per cent follow: Indianapolis, 
90.54; Sioux Falls, 89.35; Louisville, 74.32; Sioux City, 67.58; 
St. Joseph, 66.32; Cincinnati, 62.47; Oklahoma City, 60.29; E. St. 
Louis, 59.92; Omaha, 57.98; Wichita, 50.20; Milwaukee, 49.72; 
St. Paul, 47.86; Fort Worth, 45.10; Kansas City, 34.50; Port- 
land, 26.65; Chicago, 24.53, and Denver, 11.25. 


WANTED—tTraffic position; experience, twenty-five years, with 


knowledge of selling, accounting and shop practice; age, forty-seven. 
Address, E. G. 3, care Traffic World, 418 South Market St., Chicago, Ill. 
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Questions and Answers 


N this column will be answered questions of both legal and practi 
nature that confront persons dealing with traffic. A specialist on ints. 
state commerce law, who is a member of our legal department, wil] give 
his opinion in answer to any simple question relating to the law of interstay 
transportation of freight. A traffic man of long experience and wide know). 
edge will answer questions oe, practical traffic problems. We do n, 
desire to take the place of the traffic man but to help him in his work, 
The right is reserved to refuse to answer in this column any questic, 
legal or traffic, that it may appear to us unwise to answer or that involves, 
situation teo complex for the kind of investigation herein contemplated, ];, 
more comprehensive answer to a question is desired than is thought proper {,, 
this column, the department will answer it by letter for a reasonable charge 
No attention will be paid to anonymous communications or question 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Mileage Allowances on Private Cars 


District of Columbia.—Question: We are anxious to have 
you answer a question pertaining to refrigerator car operation, 

We have reference to the action of the Interstate Commerce 
Commission in I. & S. Docket 3887, 201 I. C. C. 323. What is 
the present status of the above case, and what are the present 
rights of a shipper with respect to renting or leasing refrig. 
erator cars? Also, can a shipper buy refrigerator equipment 
from one of the refrigerator car lines on a time arrangement 
basis and thereby participate in a mileage refund from the 
railroads without violating any order of the Commission or the 
railroads’ requirements, or having it alleged that he has re. 
sorted to an illegal subterfuge? 

As an additional item, we have been informed that the 
American Association of Railroads has refused to give shippers 
authority to own their equipment by refusing them “reporting 
marks or numbers” for the equipment. Just where does this 
organization get such authority? 

In substance, just how can an organization who formerly 
leased equipment operate to best advantage with particular em- 
phasis laid in connection with their purchase of cars on a time 
basis? 

Answer: Item 215-B, Supplement 3, to American Railway 
Association Tariff 7-I, Agent B. T. Jones’ Tariff I. C. C. No. 
2692, provides that: 


Mileage for the use of cars of private ownership will be paid 
for loaded and empty movements only to the car owner—not to a 
lessee—provided cars are properly equipped and marked with the 
assigned reporting marks.”’ * * * 

Ownership will be identified by reporting marks 
plainly painied or stenciled on the body of the car. Car owners 
must obtain such reporting marks from the Transportation Division 
of the American Railway Association, * * * 


Rule 36, Perishable Protective Tariff No. 8, Agent R, C. 
Dearborn’s Tariff I. C. C. No. 7, provides that: 


the assigned 


Carriers reserve the right to furnish 

1. through their own ownership, or 

2. by arrangement with non-shipper private 
those of railroad control), or p 

by arrangement, through the Association of American Rail- 

roads, with shipper-owned carlines or shipper car-owners, , 
and will furnish refrigerator cars required for the transportation of 
commodities shown in Item No. 1130 offered for shipment and which 
require protective service. 


ecarlines (including 


The tariff provisions outlined above were suspended by the 
Interstate Commerce Commission in I. & S. Dockets Nos. 3887 
and 4048. After due hearing these rules were approved and 
the suspension orders were vacated, and the rules are now li 
effect. 

It is apparent that whether, in a given case, a shipper-owned 
refrigerator car will be assigned markings and accepted by 
the carriers as entitled to the mileage allowance is a discre 
tionary matter for determination by the carriers, through thelr 
agency, the Association of American Railroads. It is also clear 
that a lessee of private cars cannot insist that his cars shall be 
accepted by the carrier; neither can the owner of private car's 
insist that his cars shall be used by the carrier, so that the 
owner may receive an allowance for the use of such cars. It 
Atchison, T. & S. F. Ry. vs. United States, 232 U. S. 199, 34 
S. Ct. 291, the Supreme Court of the United States held that 
whatever duty a carrier, under its tariffs, has to perform, It 
has the right to perform. Having the duty to furnish cars 
suitable for carrying the commodities it holds itself out as ready 
to carry, the carrier has the right to use its own cars. 

The carrier is not concerned with the purchase of railway 
equipment by shippers, regardless of the terms on which they 
are purchased; nor is the Commission concerned with such 
matters. The shipper who purchases cars for the purpose of 
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placing them in carrier service and receiving an allowance there- 
for is taking the risk of not being able to induce the carrier 
to make such use of his cars. The idea of restricting the mile- 
age allowance tariff to car-owners was an effort to eliminate 
the profits Which shippers were making off of the carriers, in 
the amount of the difference between what the lessee paid as 
rental to the car-owners and the milage allowance collected 
from the carriers. 
Transit Privileges Are Local to the Line Publishing Them 


Kansas.—Question: We would like your opinion on the 
following, together with citations to cases in point. 

Our mill is located on the Union Pacific Railroad. We 
pought two cars of wheat from a mill located on the Missouri 
pacific Railroad, but the wheat purchased originated on the 
lines of the Union Pacific and tonnage from Union Pacific origin 
points was transferred from the mill on the Missouri Pacific to 
our mill, located on the Union Pacific. 

In Union Pacific R. R. Tariff No. 103-J, I. C. C. No. 4099, 
Item No. 50-B, it is stated “any charges collected for switching 
or car rental incidental to moving the commodity, or its prod- 
ucts, as described in Item 40, or successive issues thereof, from 
one elevator, mill or industry, to another (as provided in Union 
Pacific Railroad Tariff No. 105-E, I. C. C. No. 3732), will be 
refunded when shipment is forwarded from such transit sta- 
tion.’ (Subject to Item No. 177, or reissues.) 

Under Item 177, the refund of the crosstown switching 
and/or car rental charge is not authorized until 90 per cent or 
more of the actual weight of the commodity covered by the 
inbound freight bill, or bills, surrendered has been shipped 
outbound via the Union Pacific. This is the customary prac- 
tice in connection with crosstown movements. When these 
cars were switched to our mill, we paid the tariff crosstown 
switching charge on each car, amounting to $9.30, or a total 
of $18.60. The total tonnage transferred was shipped outbound 
via the Union Pacific, and claim was entered for refund of the 
charges paid, in line with Items 50 and 177 of Union Pacific 
Tariff No. 103-J. 

The Union Pacific decline payment of more than $3.15 on 
each car, giving as their authority the fact that Item 50-B 
refers specifically to the charges published in Union Pacific 
Tariff No. 105-E, taking the stand that Item No. 2250 provides 
for a switching charge of $3.15 from their interchange point 
with the Missouri Pacific, to our mill, ahd that the $3.15 accru- 
ing to the Missouri Pacific, also the car rental charge, are 
separate items and do not come within the meaning of Item 
No. 50 of Union Pacific Tariff 103-J. 

Our argument is that Item 50-B, of Union Pacific Tariff 103, 
provides for absorption of any charges collected for switching 
or car rental (as provided in Union Pacific Tariff 105-E, I. C.C. 
No. 8732). This, to our way of thinking, is ample authority for 
absorbing any charge, or charges, found in Tariff No. 105. 
The provisions of Item 2250 specify the charge for the switching 
service of the Union Pacific from the Missouri Pacific connec- 
tion to our mill, subject to Item 35-A. Item 75, of the same 
tariff, specifically provides for a car rental charge of $3.00. This 
$3.00 charge would apply regardless of where the car was loaded, 
and without reference to any provisions of the Missouri Pacific 
tariffs. Moreover, the reference to Item No. 35, in connection 
With the $3.15 charge set out in Item 2250, is in turn a reference 
to Item No. 45, which provides for a minimum charge of $6.30. 
Without Item No. 45, the Union Pacific would have no authority 
lor collecting the through charge of $6.30, and without Item 
No. 75, they would have no authority for collecting the $3.00 
car rental. 

In other words, our position is that the charge of $9.30 is 
specifically set out in Union Pacific Tariff No. 105-E, or reissues, 
and under the provisions of Item No. 50, of Union Pacific Tariff 
103-J, the Union Pacific agrees to refund any charges as pro- 
vided in Union Pacific Tariff 105-E. Your interpretation of 
a ee and the tariffs involved, will be greatly appre- 
‘lated, 

_,_ Answer: Item 50-B, Union Pacific Tariff 103-J, I. C. C. 4099, 
indicates the “number of stops allowed” for transit purposes, 
and States that no more than two of such stops will be per- 
mitted, but that both of these “may be had within the switch- 
Ing limits of the same station and any Switching or car rental 
charges incidental to moving the commodity from one mill or 
industry to another will be refunded.” This refunding of inci- 
dental charges between industries is apparently limited to situa- 
tions where two stops have been taken within the switching 
limits of the same station. The facts indicate only one stop 
has been so taken, the transit stop on the Union Pacific Rail- 
toad. Item 177 makes no mention whatever of absorbing con- 
hecting lines’ switching charges. The switching charges, as 
gery: in Union Pacific R. R. Tariff 105-E, must be read in the 
— of the provisions of Item 50-B, and must be those applicable 
etween two stops within the switching limits of the same sta- 
uon. Item 45 of that tariff publishes the Union Pacific cross- 
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town switching charges between two points on its own rails 
within the same station, and, if the term “same station” means 
the “same Union Pacific station,’ the reference in Item 50-B 
to charges as provided in Tariff 105-E must perforce relate to 
the local Union Pacific cross-town switching charges on ship- 
ments handled solely by the Union Pacific, and must refer to 
Item 2250 for reciprocal charges on shipments which the Mis- 
souri Pacific has switched to the Union Pacific. These refer- 
ences to the switching tariff, however, can have no broader 
application than is authorized by the plain terms of Item 50-B. 
As stated before, this item deals with two stops within the 
same station. 

There are at least four railroad stations in the city of 
Salina, Kansas. For example, one each for the Missouri Pacific, 
the Santa Fe, the Rock Island and the Union Pacific lines. The 
Salina station of one of these railroads is not the Salina sta- 
tion of the other. There is a great difference between Salina, 
the city, and Salina, the station, on each of these different roads. 
From the facts given only one stop occurred for transit on 
the Union Pacific rails, and apparently one on the Missouri 
Pacific tracks. These two stops were within the switching limits 
of separate stations. 

In Moore-Seaver Grain Co. vs. Union P. R. R., 38 I. C. C. 
682, grain moved into Kansas City, Mo., via the Chicago, Burling- 
ton and Quincy R. R., was switched to a mill on the tracks of 
the Kansas City Southern Railway, milled, and the product 
switched by that line to its interchange with the Union Pacific 
Railroad, and the product transported via the latter to destina- 
tions in Kansas. Transit was claimed under the Union Pacific’s 
transit tariff. This tariff provided for transit at any interme- 
diate station. It was contended that as Kansas City Was an 
intermediate station on the Union Pacific, the through rate 
should be applied. The Commission held that not all of Kansas 
City was such a station, but only that portion served by the 
Union Pacific. In its second report, 45 I. C. C. 562, the Com- 
mission said: 


The Union Pacific held itself out to accord transit service at 
Kansas City on the joint through rates, but the transit service on 
these shipments was completed before the grain was delivered to 
the Union Pacific, and there was no tariff authority for application 
of the joint through rate when transit was performed before such 
delivery. 


of Union Pacific 
described. 


and 177 
ne situation 


It is our view t 
Tariff 103-J. are ng 





. 26860. ieee District Commission, Albany, N. Y., vs. A. & 
W. et al. 


Rates, traffic, be- 


Association terri- 
Trunk Line 


export, import, coastwise and intercoastal 
tween Albany and points in Central Freight 
tory, Western Trunk Line territory and points in 
territory in violation sections 3 and 15, the undue preference 
being for traffic through other North Atlantic ports. Asks new 
rates. (R. Granville Curry and Frederick M. Dolan, attys., South- 
ern Bldg., Washington, D. C.) 

. 26859. Musante, Berman, Steinberg Co., Inc., Bridgeport, Conn., 
vs. Railway Express Agency, Inc., et al. ; 

Unreasonable rates and charges, strawberries, Plant City and 
Bowling Green, Fla., to Bridgeport, Conn. Asks reparation. (Rus- 
sell G. Stidolph, 227 West St., New York, N. Y.) S 
26861. First National Bank of Miller, S..D., vs. C. & N. W. 
Unreasonable rates and charges, hay, Ludden and Oaks, N. D., 
to Miller Ree Heights and Harrold, S. D. Asks application of 
just and reasonable rates. Herman L. Bode, atty., Miller, S. D.) 
. 26862. Biggio, Inc., Chicago, Ill., vs. F. E. C. et al. 

Rate in violation sections 1, 4 and 6, fresh tomatoes, Lake 
Worth, Fla., to Toronto, Ont. Asks reparation. (R. W. Schapan- 
ski, traffic representative, Fruit Distributors’ Bldg., S. Water 
Market, Chicago, III.) 

. 26863. Marinette & Menominee Box Co., Marinette, Wis., vs, A. 
A. et al. 

Rate, box shooks and box material, Marinette, Wis., to points 
on the Detroit & Mackinac in Mich. in violation sections 1 and 3, 
the undue preference being for competitors having the benefit of 
commodity rates as compared with the class rates the complain- 


No. 


ant pays. Asks rates and reparation. (Michael J. Anuta, traffic 
counsel, 801 Sheridan Rd., Menominee, Mich.) 
No. 26864, Charles Ilfeld Co., Las Vegas, N. M., vs. A. T. & S. F. 
et al. 
Rates, dried beans, Las Vegas, N. M., to Lexington, Ky., in 


violation sections 1, 3 and 4, the undue preference alleged being 
for Colo. common points and Clayton, N. M. Asks reparation. 
(E. R. Collins, practitioner, Las Vegas, N. M.) 
. 26865, M. F. Nolan, doing business as the Home Oil Co. et al., 
Alliance, Neb., vs. A. T. & S. F. et al. 

Rates, petroleum products, points in Okla. and Kan., to Alliance 
and Angora, Neb., in violation section 1. Ask new rates and rep- 


aration. (J. A. Little, practitioner, 2902 N. 54th St., Lincoln, Neb.) 
No. 26866. — Paper Mill Co., Inc., West Monroe, La., vs. Y. & 
M. V. et al. 


Rates, pulpboard, West Monroe, La., to Richmond, Va., in 
violation section 1. Asks new rates and reparation. (L. F. Daspit, 
Atty., 11837 Canal Bk. Bldg., New Orleans, La.) 
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classification and an appreciation of their significance 

is essential to a sound foundation in freight traffic 
management. These rules are the crystallized result of many 
years of railroad transportation experience and, though this 
does not make them infallible nor free from need of change 
or modification, they are worthy of careful study by all who 
wish to understand traffic problems. The fact that these rules 
are also read into every contract of freight transportation by 
rail or joint rail-and-water route, unless specific mention to 
the contrary is made in lawful manner, makes their substance 
all the more important. 

The rules belong in the category of information that should 
be studied for principles and not learned by rote. The student 
should understand the rules, their application to actual situa- 
tions, and how to find the applicable rule, but it is unnecessary, 
if not actually undesirable, that the rules be committed to 
memory. 

The rules are published for application in Official, Southern, 
and Western Classification territories, as a part of the Consoli- 
dated Freight Classification, by the Consolidated Freight Classi- 
fication Committee. 


. KNOWLEDGE of the essentials of the rules of freight 


Types of Classification Rules 


The rules of freight classification can best be discussed by 
dividing them into groups according to the subject matter. 
They are arranged heterogeneously, but then can be grouped 
for consideration into: 


1. The billing rules, including Rules 1, 2, 7, 23, 25, 26, 42 and 45. 

2. The rules giving carriers the right to refuse to accept shipments 
under certain conditions, including Rules 3, 4 and 5. 

3. The rules governing marking of freight, including 
24 (section 6), and 39. 

4. The rules governing the assignment of articles to classes, in- 
cluding Rules 17, 18, 19, 20, 21 and 22. 

5. The rules governing the movement of perishable traffic, in- 
cluding Rules 31, 32, 33 and 43. 

6. The rules governing package and container specifications, 
cluding Rules 40 and 41 

7. The rules governing the application of rates, 
8, 9, 11, 14, 15, 16, 30, 36, 37 and 38 

8. The rules regulating the assessment of charges on mixed ship- 
ments and minimum rates, including Rules 10, 12, 13, 34 and 35. 

9. The rules governing the handling of freight requiring more 
than one car, including Rules 24 and 29. 


Rules 6, 


in- 


including Rules 


: 10. Miscellaneous rules governing handling of shipments, includ- 
ing Rules 27, 28 and 44. 
Billing Rules 
Rule 1 provides that shipments under ordinary circum- 


stances are transported under one of the several uniform bills 
of lading, straight or order-notify, domestic or through export, 
prescibed by the Interstate Commerce Commission for use in 
connecion with interstate commerce.' 


Shippers may elect to have the transportation service per- 
formed either under the terms of one of the contracts or com- 
mon carrier liability service, governed by the common law and 
federal and state statutes applicable to the movement. When 
a consignor notifies the initial carrier that he wishes not to 
accept all the terms and conditions of these bills of lading as 
they may be applicable to the transportation of the goods in 
any given shipment, he may ship the goods subject to the com- 
mon law liability of the carrier and to the terms of the Dill 
of lading contract when the terms are not inconsistent with 
the common law and federal and state statutes. Notification 
must be made in endorsement of the bill of lading signed by 
the shipper and by the agent of the original carrier at the 
point of shipment. An extra charge of 10 per cent is added to 
the rate published by the tariffs applicable to the shipments 
to compensate the carriers for the assumption of this extra 
liability. The minimum extra rate is one cent a hundred 
pounds. 

Rule 1 also provides that marine insurance is not included 
in the published tariff rates unless definite statement to this 
effect is made in the tariffs naming the rates. Joint rail and 
water rates must be examined to determine whether or not 
marine insurance is included. If the tariffs applicable to move- 


1The uniform domestic bill of lading as adopted March 15, 1922, 
and amended August 1, 1930; and the uniform through export bill of 
lading as prescribed in I. C. C. orders in October 21, 1921, January 
30, 1922, March, 1922, 


July 3, 1922, June 6, 1923, and June 21, 1929. 
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ments of freight are silent on this subject, it may be safe) 
concluded that the rates do not include protection .against th, 
perils covered by marine insurance. Other arrangements muy 
be made by the owners of the goods to protect themselya 
from loss through these perils. 

Rule 2 provides that the descriptions of the goods shippej 
must conform to the descriptions as provided in the classifies. 
tion, and that the billing of L. C. L. shipments must indicat 
the number of pieces of freight comprising the shipments. 

Agents of the carriers are directed to have inspections 
made of the goods whenever they deem it necessary to verify 
the contents of packages and the correctness of description 
The description of articles that have been incorrectly bille 
must be corrected and charges assessed according to the prope 
description of the goods contained in the classification 
tariffs lawfully applicable. 

Rule 7 provides that, in the absence of a special provision 
to the contrary in the classification or exceptions, the name 
of only one shipper, consignee, and destination is permitted ty 
be shown in the shipping order or bill of lading covering a 
shipment. This provision does not prohibit, however, the name 
of a person, at the same destination other than the consignee, 
from being shown on a bill of lading, to be notified of the 
arrival of a straight or order-notify shipment. The person to 
be notified may be located at a point other than the destina-. 
tion of the shipment when the notify party is located at a 
point inaccessible to the rails of the carrier, at a prepay sta 
tion, a rural free delivery route, or at a point where the post 
office and the adjacent railroad station are differently named. 

The surrender of the original order bill of lading, properly 
endorsed or negotiated, is required before the freight covered 
by a negotiable bill is delivered by the carrier. If the bill of 
lading is lost or mislaid, the goods may be delivered before 
the surrender of the bill or without the bill only on receipt 
of a certified check for an amount of 125 per cent of the invoice 
or value of the goods, or of a bond for twice the invoice amount. 
The carrier may choose between these types of security and the 
bond, if elected to be received, must be acceptable to the car: 
rier. A blanket bond may be accepted in lieu of individual 
bonds for each shipment, if satisfactory to the carrier as to 
amount, form, and surety. The agent of the carrier is author- 
ized to accept cash in lieu of certified checks when such action 
is approved by the carrier’s treasury department. 

Agents of the carriers are forbidden by Rule 23 from acting 
as the agents of shippers or consignees in assembling or dis- 
tributing carload or less than carload freight, and from accept- 
ing freight to be transported at carload rates for distribution 
by carriers’ agents to several parties at destination. Agents 
at destination are forbidden, as discussed hereafter in connec: 
tion with Rule 14, to accept orders calling for split deliveries 
according to brands, marks, sizes, or other identifying marks, 
and, except as provided in the rule governing split deliveries, 
L. C. L. rates are applied on entire shipments when carload 
shipments are delivered to more than one consignee. 

Rule 25 briefly provides for the complete interchangeability 
of the terms iron and steel, unless the contrary appears in the 
context ‘of the classification descriptions. : 

Rule 26 provides that the ratings shown for articles 1 
glass inner containers are also to be applied on the same al 
ticles shipped in earthenware inner containers. ; 

It is provided by Rule 42 that reshipping documents, I 
voices, assembly, or operating instructions may be forwarded 
in the packages or cars containing the articles covered without 
charge. 

Rule 45 provides that advertising articles, including store 
display racks, but not including printed advertising matter, may 
be shipped in the same package or with the articles they ad- 
vertise, at the actual gross weight of the commodity and the 
advertising device, plus 20 per cent. The minimum to 
charged for the advertising article is, however, 10 per cent 0 
the gross weight of the package in which it is contained. A de 
scription and the weight of the advertising article must be 
shown in the billing instructions by the shippers. 


Carriers’ Rights to Refuse Shipments 
The railroads and the joint rail and water routes are not 





*See Rule 14, Section 2; and Rule 15, Section 1, for exceptions. 
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adapted for handling very valuable freight. This class of traffic 
is handled advatageously by the express carriers. Rule 3, of 
the classification, forbids the acceptance by carriers subject 
to the rules of such valuable articles as bank bills, coins, cur- 
rency, valuable papers or documents, jewelry, stamps, precious 
stones or precious metals, unless otherwise specifically provided 
in the tariffs of the carriers. 

Rule 4 states that the fact that class ratings are provided 
in the classification for articles of any given description does 
not obligate the carriers governed by the classification to re- 
ceive freight that may impregnate or damage equipment of the 
carriers or the freight of others. Freight of this character may 
be accepted and a receipt given for it to be moved subject to 
delay awaiting suitable equipment, or, if such equipment is not 
available, it may be refused. 

Rule 5 is a shipping specification rule that stipulates, in sub- 
stance, that freight tendered for transportation to carriers using 
the classification must be packed and otherwise prepared for 
shipment in the form specified in the items of the classification 
that provide descriptions of the goods and the ways in which 
they may be prepared for movement. 

Articles in insecure packages or other containers may be 
refused for transportation by the carriers and higher class rat- 
ings are provided for goods packed in containers that do not 
fully comply with classification specifications. Bases for class 
ratings are also provided for articles that may be shipped in 
one form of containers specifically listed in the appropriate 
classification item, when such goods are offered in other con- 
tainers for shipment in which the classification provides no 
ratings. 






Rules Governing Marking of Freight 


Regulations pertaining to the marking of freight in general 
and particularly relating to freight in excess of carload lots and 
dangerous articles are found in several rules scattered through 
the Consolidated Freight Classification. 

Rule 6 provides that all freight shipped in less than car- 
load lots at less than carload rates or any quantity ratings 
must be marked in accordance with the detailed specifications 
provided in this rule, or if the articles are of a dangerous na- 
ture, as specified in the rules promulgated by the Interstate 
Commerce Commission for the government of the transportation 
of such freight, as provided in Rule 39.° 

Each piece of L. C. L. freight must be marked plainly, 
legibly, and durably by brush, stencil, marking crayon, rubber 
or metal type, pasted label, tag, or other device. The marks 
must show the name of not more than one consignee, station, 
town, and state to which the freight is destined. Fragile ar- 
ticles must be marked “Fragile—Handle with Care,” and articles 
shipped “to-order’’ must be designated in this way and marked 
with an indentifying symbol or number. Export shipments may 
be marked with the name and address of the representative at 
the port of export. Old marks must be effaced or removed. 
Marks on the freight must be compared with marks on the bills 
of lading and corrections made by the shippers before the bills 
of lading are executed. 

Shipments that occupy the visible capacities of the cars 
used for their transportation, or that weigh 10,000 pounds or 
more, forwarded by one shipper from one station, in or on one 
car, in one day, to be delivered to one consignee at one des- 
tination, need not be marked. Freight in excess of full car- 
load shipped under the provisions of the overflow rule must be 
marked, unless the excess amounts to 10,000 pounds or more. 

Section 6, of Rule 24, provides that freight in excess of 
full carloads must be marked as provided in Rule 6 above for 
L. C. L. freight. 


Rules Governing Assignment of Articles to Classes 


Rule 17 provided a basis for rating unclassified articles. 
When shipments of goods of types not classified specifically 
by name and description nor included as articles not otherwise 
indexed by name (N. O. I. B. N.) are offered for transportation, 
the agents of the carriers are directed to apply the class ratings 
provided for articles that, in the judgment of the agents, are 
analogous to the articles offered. If this is done, reports stating 
the facts and describing the goods are made to the general 
freight departments of the initial carriers by the agents at the 
originating points and necessary steps are taken by the general 
freight departments to verify the ratings and to have the clas- 
sification ratings provided through action by the classification 
committees. 

Rule 18 provides the basis for rating composed or com- 
bined articles made up of several differently rated component 
parts. Such articles, if not specifically rated, carry rates on 
the basis of the highest rated articles. 

Rule 19 defines and provides the basis for rating articles 
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shipped in knocked-down condition. When ratings are proviig 
for articles knocked down (K. D.) they are only applied whe 
the articles are taken apart and shipped in such a manner 4 
to reduce materially the space occupied. The mere separatig 
of the articles into parts without reducing the bulk to a qm 
terial degree is not “knocking the article down,” and does yy 
entitle the article to be so rated. 

Rule 20 provides that the parts or pieces constituting a coy, 
plete article, when received as a single shipment on one bil] y 
lading, are charged at the rating provided for the comple: 
article. For example, a disassembled machine is rated not 4 
gears, wheels, castings, structural iron, and other items thy 
comprise the machine, but as a machine. 

Rule 21 is the nested rating rule. The term “nested,” y 
less provision is made to the contrary, when used in the pag; 
age specifications in the classification, is to be interpreteg ; 
mean that three or more articles of different sizes must be 
closed, one within another, each smaller within the next large 
or three or more articles of the same size placed one withi 
the other, so that each upper article does not project more thay 
one-third of its height above the top of the next lower artic 
Nested ratings are not to be applied when articles of differey 
names or materials are nested or enclosed one within another 
whether the articles are grouped in one item or description 
or shown separately in the classification. 

Rule 22 defines the various stages of manufacture reco: 
nized in classifying wooden articles. The designation, “in the 
rough,’ as used in the specifications of the classification w 
tariffs for articles of wood, is applied to the commodities in the 
first stage of manufacture, when they are sawed, planed, hew 
or bent, but no further processes have been begun. 

The term “in the white” is applied to the second stage of 
manufacture when further processes have been applied, inclui- 
ing one coat of priming, but not when the articles are com. 
pletely painted or varnished and finished. 

The term “finished” is applied to all articles that have 
been completed and painted or varnished. 





























































Rules Governing Transportation of Perishable Freight 


Rule 31 provides the basis for the assessment of additional 
charges for special services necessary to protect freight against 
heat or cold. Unless the tariffs specifically provide for it, the 
carload ratings assigned to perishable goods do not include 
protective services such as refrigeration when such services are 
rendered by the carriers. These charges are published sep- 
arately in the tariffs of the carriers. 

The ratings provided by the carriers for perishable traffic 
do not require them to furnish heated cars nor to maintain heat 
in cars to protect freight requiring heat, except to the extent 
and subject to the conditions provided in the tariffs. 


The publication of less than carload or: any quantity rat- 
ings applying in connection with freight requiring protection 
against heat or cold does not obligate the carriers to provide 
equipment or services required in such protective services, ex- 
cept under the terms and conditions provided by the tariffs. 

Rule 32 is the icing rule. It provides that, when ice or aly 
other preservative is used in the bunkers of cars, no charge is 
made for the transportation of the preservative. If, however, 
the ice or other material is appropriated by the consignees, 
freight charges are assessed for the weight of the ice or other 
preservative in the cars at the destination stations at the rates 
applicable to the freight in the cars. The carriers retain p0s- 
session of the preservative materials left in the bunkers of the 
cars. 

A similar rule governs ice or other preservatives loaded 
in the bodies of cars to protect the freight, provided the rules 
of the carriers permit such materials to be placed inside the 
cars. No allowance of any kind is made for ice or other pre 
serving agent placed in the packages containing the freight. 

Rule 33 provides the regulations governing the protection 
of freight by means of heat. Stoves, fittings, and fuel, used 12 
cars for this purpose, must be furnished by the shippers unless 
otherwise provided by the tariffs. The stoves must be securel} 
fastened and braced and provided with proper fittings supplied 
and installed by the shippers. The fuel must consist ol coal, 
coke, or charcoal, unless.the regulations of individual carrier 
permit other fuels to be used. No charge is made tor = 
transportation of the stoves, fittings, or fuel’ in cars with 
freight requiring this protection. 4 

The stove pipes must be run through a board protecte 
with a metal collar. The woodwork of the cars exposed t0 
heat must be protected with sheet metal and the stoves — 
be securely fastened to one side of the car doorways, clear 0 
all woodwork and fitted with an elbow and pipe projecting at 
least 24 inches above the roofs of the cars. : it 

Shippers using stoves to protect freight must provide — 
male attendants to attend the fires. The attendants are require 
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as a condition precedent to transportation to execute a contract 
releasing the railroad from liability.* If an attendant refuses 
to execute the release both he and the freight he accompanies 
are refused transportation, if the carrier’s tariffs require that 
the freight be accompanied by an attendant. 

One attendant to care for the stoves is carried free for 
each shipment of one or more cars of fresh fruits or green 
vegetable, but no free return transportation is supplied. The 
attendants in charge of shipments of perishables other than 
fresh fruits or green vegetables are, however, required to pay 
full fare for the transportation while accompanying the freight, 
as well as full fare returning from the destination points. 

Rule 43 provides for the basis on which attendants accom- 
panying shipments other than live stock and animals are car- 
ried and the contract they must sign releasing the carriers 
from liability for their safety. The attendants are required to 
execute these agreements before the contracts for the trans- 
portation of the freight are issued, whether or not charges are 
made for the transportation of the attendants. 

A copy of the standard contract entered into by the car- 
riers with the men in charge of property other than live stock, 
live wild animals, or ostriches is reproduced in the rule. 


Rules Governing Package and Container Specifications 


Rule 40 provides detailed specifications for containers of 
iron or steel or of wood used in interstate commerce. Specifi- 
cations are provided for boxes, crates, pails, firkins, kits, tubs, 
barrels, casks, drums, hogsheads, kegs, and tierces. Specifica- 
tions are also provided for jacketed metal cans, glass carboys, 
bags and compressed felted pulp and indurated or hardened 
fibreboard containers of various types. Penalty ratings higher 
than the standard rates provided for in the descriptions of the 
commodities in the classification are provided. Certificates of 
the makers of certain types of containers showing the resist- 
ance strength of the containers are figured in some cases. 

Rule 41 provides the specifications of containers of solid 
fibreboard, double face corrugated strawboard, wooden frame 
fibreboard boxes, fibre barrels, drums and pails, and fibreboard 
baskets. Specifications are laid down to govern the construc- 
tion of containers of these types, for packing freight in them, 
for fastening the container and preparing them for transpor- 
tation. Resistance tests are required to be complied with and 
certified to by manufacturers of the containers. Certificates of 
various kinds are required to be printed or stamped on the 
containers indicating that they comply in all ways with the 
requirements of the classification rule. 

Penalty ratings are provided to be assessed on shipments 
contained in packages that do not comply fully with the re- 
quirements of the classifications. Standards are set up for 
applying the Cady and Mullen tests to determine the resistance 
strength of the containers. 


‘See Rule 43. 


Personal Notes 


The Wheeling and Lake Erie has announced the appoint- 
ment of N. E. Goldenbogen as general coal freight agent, with 
headquarters at Cleveland. He was formerly general agent at 
that point, and has been succeeded in that position by E. F. 
Torgler. S. H. Denny has been appointed general agent at New 
York City. J. M. Thistle succeeds him as general agent at 
Philadelphia. 

The Great Lakes Transit Corporation has announced the 
following appointments: W. J. Elliott to be western traffic 
manager, in charge of solicitation, with offices at Minneapolis, 
Minn.; V. F. Carbone, eastern freight traffic manager, in charge 
of solicitation, with offices at New York City; C. W. Mutter to 
be general agent at Houghton, Mich.; C. O. Vasterling, general 
agent, at St. Louis, and H. A. Knoll, general agent, at Mil- 
waukee. The following have been appointed general freight 
agents (solicitation): F. R. Levins, Duluth, Minn.; L. B. Wil- 
liams, Pittsburgh; W. H. Zeliff, Philadelphia; I. M. Kiley, Chi- 
cago; W. J. Meagher, Buffalo, N. Y.; F. J. Keating, Kansas City. 
R. A. O’Leary has been appointed general agent, freight de- 
partment, at Minneapolis, and H. E. McBride, general agent 
(solicitation), at Buffalo. 

J. R. McClurken has been appointed general merchandise 
agent for the Louisiana & Arkansas Railway, at Shreveport, La. 

W. M. Wood, district manager of the American-Hawaiian 
Lines, Philadelphia, has been appointed assistant traffic manager 
in charge of westbound and eastbound solicitation, with head- 
quarters at New York. fF. W. Anderson, assistant traffic man- 
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ager, has been transferred to Philadelphia and will serve , 
acting district manager until a new appointment is made, 

G. Lloyd Wilson, professor of transportation and commery 
at the University of Pennsylvania, and chairman of the edug 
tion and research committee of the Associated Traffic Ch 
of America, has been appointed director of a new bureau ¢ 
public affairs at the University of Pennsylvania. He will » 
assisted in his new duties by an advisory council of 25 faculty 
members of which Dr. John Dickinson, professor of law an 
Assistant Secretary of Commerce of the United States , 
chairman. 

W. F. Land has been appointed commercial agent for the 
Southern Steamship Company, at Houston, Texas, to succegj 
H. K. Sherfy, who resigned to become general agent for th 
Lykes Brothers Steamship Company, Houston. Mr. Land yij 
be succeeded as commercial agent, at Fort Worth, by J. 3 
Harris, formerly assistant traffic manager of the Cosdon (jj 
Company. 

John F. Shaughnessy, for fifteen years chairman of th 
Nevada commission, of which he has been a member since 190, 
has retired from office, not having been reelected by the Pub 
lic Service Board, consisting of the governor, lieutenant gov. 
ernor and attorney general, which selects the commissioner, 
His successor is Harley A. Harmon, lawyer of Las Vegas, Ney, 
Nevada newspapers, according to John E. Benton, genera] go. 
licitor of the National Association of Railroad and Utilities 
Commissioners, of which Mr. Shaughnessy is a past president, 
have suggested that Mr. Shaughnessy be appointed to the I. ¢.¢. 

H. I. Scofield has been appointed passenger traffic man 
ager of the Denver and Rio Grande at Denver, Colo. 


Doings of the Traffic Clubs: 


H. D. Horton, president, Horton Motor Lines, member of 
the code authority for the trucking industry, and a member of 
the Charlotte, N. C., Traffic Club, will speak at a meeting of 
that club, February 22, at Efird’s dining room. He will analyze 
and discuss the Eastman proposals for federal highway trans. 
portation regulation. 


Members of the Traffic Club of Jacksonville, Fla., were 
entertained at a luncheon meeting, February 11, at the Carling 
Hotel, with a program arranged by Lawrence Lane. There was 
no formal speaker. The meeting was presided over by Victor 
Hull, vice-president, in the absence of William J. Kenealy, presi- 
dent. 


The following officers were elected at the annual meeting 
of the Traffic Club of Philadelphia, February 11: President, 
Clarence H. Rolf, traffic manager, Edward G. Budd Manufac- 
turing Company; vice presidents, J. W. Hartzell, F. L. McManus, 
Charles J. Quinn, H. P. Ross and Wesley Williams; secretary, 
William H. Montgomery; treasurer, T. Noel Butler; directors, 
Porter L. Howard, Franklin G. Ibach and Harry G. Schad. 
J. W. Babneu, district freight agent, Baltimore and Ohio, re 
tiring president, was presented with a grandfather’s clock. The 
club passed a resolution opposing full-crew and train-limit laws 
now before the Pennsylvania legislature. 


M. E. Towner, general passenger agent, Western Maryland, 
Baltimore, will speak on “Our Transportation Investment,” at 
a meeting of the York Traffic Club, at the Hotel Yorktowne, 
February 20. New officers of the club are as follows: Presi- 
dent, C. S. Pressel, Brandt-Warner Manufacturing Company, 
first vice-president, M. A. Wilhelm, Schmidt and Ault Paper Com 
pany; second vice-president, D. H. Hoover, P. H. Gladfelter 
Paper Company; third vice-president, J. B. Huntting, Americal 
Chain Company; secretary, V. H. Bollinger, National Carload- 
ing Corporation; treasurer, James T. Strayer, S. Morgan Smith 
Company. 


M. J. Gormley, executive assistant, Association of Americal 
Railroads, and Harper Sibley, president, Sibley Farms, and a 
director of the Chamber of Commerce of the United States, 
will be the speakers at the annual dinner of the Traffic Club 
of the Rochester, N. Y., Chamber cf Commerce, which will be 
held at the chamber, February 26. 


H. G. Weaver, director, consumers’ research, General a 
Corporation, will speak on “The Layman’s Conception of oa 
Perfect Automobile,” at a dinner meeting of the Moto! ity 
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WATCHING SERVICE 


A highly specialized service, the purpose of which 
is to advise the shipper promptly of rate changes and 
action of the Interstate Commerce Commission an 
Shipping Board Bureau of the Department of Commerce 
in all matters coming before those bodies in which he 
may have an interest. It is a comprehensive service, 
covering your traffic and, of equal importance, your 
competitors traffic. Prompt advice in the above 
respects is essential to a maintenance of proper rate re- 
lationships, a matter of utmost importance to the shipper. 

On advice as to your plant location, your inbound 
and outbound commodities, and, in general terms, their 
origin and destination, we keep you constantly informed 
on all matters that may affect the rates on which you ship. 

All rate changes published in tariffs filed with the 
Commission and Shipping Board Bureau; complaints, 
petitions, and applications filed with the Commission 
and Shipping Board, including applications for publica- 
tion of rates on short notice and petitions for suspension 
of rates, and the action of the Commission and Shipping 
Board Bureau thereon, are promptly reported. Sup- 
porting documents are forwarded without cost, except 
where a cash outlay is necessary. 

The service is your insurance against losses that may 
result when you fail to receive a new tariff or supple- 
ment from the carriers; when rates are changed on short 
notice and you don't hear about the change in time; 
when the Commission suspends a reduced rate on 
which you ship or an increased rate on which a com- 
petitor ships; when you fail, through lack of knowledge 
of its publication, to petition the Commission or 
Shipping Board Bureau for the suspension of an 
unfavorable rate on which you ship, or one that unduly 
favors your competitors; if there is a transit service you 
have overlooked, or if transit privileges at any point 
are to be cancelled. 

The service goes far beyond that ordinarily and 
usually available. 

n your request we will (a) place your inquiry on 
our ‘docket’ and advise you of any action taken by the 
Commission or parties in interest to any proceeding; 
(b) furnish any government document, including 
Congressional bills; (c) reproduce, or prepare a 
digest of, complaints, testimony, briefs, proposed 
reports, and decisions in proceedings before the 

ommission or Shipping Board Bureau when copies are 
not available; (d) interpret tariffs filed with the 
Commission or Shipping Board Bureau; (e) advise as to 
the liability of common carriers of goods; (f) analyze and 
digest decisions of the courts and Commission in carrier 
rate dnd regulatory matters; (g) act as your Washington 
contact representative. e only limitation is that the 
amount of work involved shall not be too extensive. 

It is a service you should not be without, and the 
cost is moderate. 

Additional information about this service and the cost 
are yours without obligation if you will write to the 














































Special Service Department 





of the 


TRAFFIC SERVICE CORPORATION 


708, Earle Building Washington, D. C. 
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Traffic Club of Detroit, at the Detroit Leland Hotel, Febry, 
18. There will be a program of entertainment. : 








Henry Bruere, president, Bowery Savings Bank, spoke a 
“The Transportation Situation” at a luncheon meeting of tj 
Traffic Club of New York, at the Hotel Biltmore, February ; 





The Twin City Women’s Traffic Club sponsored a luncheg 
meeting of the Transportation Club of St. Paul, at the Hoy 
Lowry, February 12. Walter Bockstahler, assistant directs 
freight and passenger division, Federal Coordinator of Tray 
portation, was the speaker. 








J. B. Hill, president, Louisville and Nashville, spoke y 
a joint meeting of the Traffic Club of New Orleans and th 
New Orleans Association of Commerce, at the Jung Hot, 
February 6. The club will hold its next luncheon meeting x 
the St. Charles Hotel, February 18. 





The Norfolk-Portsmouth Traffic Club will hold a dinng 
meeting, at the Monticello Hotel, February 28. The speaky 
will be Charles E. Cotterill, commerce attorney, New York. | 
Fred Dalton, traffic manager, Norfolk Southern, will be toag. 
master. The board of governors of the club recently approve 
the applications of 28 new members. J. M. White reporte 
to the board that hotel reservations for the spring meeting ¢ 
the Associated Traffic Clubs of America were coming rapidly 





The Traffic Club of Dallas, Texas, met jointly with th 
Dallas Junior Chamber of Commerce at a luncheon at th 
Adolphus Hotel, February 13. Arrangements were in the hani 
of the junior chamber. The speaker was Z. G. Hopkins, special 
representative, Committee on Public Relations of the Westen 
Railroads, Chicago, on “The Public Must Choose.” 





James H. Scarr, meteorologist in charge, weather bureai, 
Department of Commerce, will speak on “The Sunshine of 3 
Cloudy Day,” at a meeting of the Women’s Traffic Club of 
Greater New York, to be held at the Midston House, Feb- 
ruary 19. 





Professor O. C. Burkhard, of the department of German, 
University of Minnesota, spoke on “Impressions of Germany,’ 
at a luncheon meeting of the Traffic Club of Minneapolis, at 
the West Hotel, February 14. The club is asking for volun 
teers for the cast of “Old Lady 31,” its stage production now in 
rehearsal. 





The annual dinner of the Traffic Club of Wilmington, Del, 
will be held at the Hotel DuPont, March 5. R. V. Fletcher, vice. 
president and general counsel, Association of American Rail- 
roads, will speak on “Transportation Problems in the Light of 
the Coordinator’s Recommendations.” 





The Transportation Club of Evansville, Ind., will hold a 
dinner meeting February 20 at the Vendome Hotel. R. E. 
Jacobson, traveling passenger agent, Dollar Steamship Com 
pany, will show motion pictures of a trip around the world. 


CHARLESTON PORT CASE 


In Shipping Board Bureau Docket No. 155, The Port Util 
ities Commission of Charleston, S. C., vs. American-Hawailan 
Steamship Co., Panama Mail Steamship Co. et al., the Panama 
Mail has asked the Department of Commerce to strike its name 
from the complaint on the ground that it is not engaged as 4 
common carrier in the transportation of property by water 
from Charleston, S. C., to Pacific coast ports of the U. S. via 
the Panama Canal, and is not a party to rates on such trafic 
assailed in the complaint. 

SPOKANE INTERNATIONAL REORGANIZATION 

The Commission, division 4, in Finance No. 10131, Spokane 
International Railway Co. reorganization, having considered pe 
titions of those interested for an extension of time for the pre 
entation of a plan for the reorganization of the Spokane Inter 
national, under section 77 of the bankruptcy act, has recoil 
mended that the federal court for the eastern district of Was 
ington, northern division, allow six months from and after Feb- 
ruary 9, as a reasonable time within which a plan for a 
zation may be proposed. Extension of the time was requested 
by E. S. McPherson, the trustee, and the Coeur d’Alene & Pené 
d’Oreille Railway Co. 





The abstracts of tariff filings, rejections, —_— 
sions, ete. as printed in each issue of THE DAIL 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. 
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Oe. 4 ow eee, 
TEXAS’ LEADING HIGHWAY 
FORTRADE. ...... 
PORT HOUSTON 
facts — 
First Teas Port se sin iia ian 
Berthing facilities—58 vessels ‘ 
Sailings to virtually all world ports 


railroads, 87 steamship lines, Large lines, motor 

hourly with every known item of commerce. 

manufacturers and distributors to offer the great 

is a convincing fact that the industrial pendulum 

with advantageous rail and water rates and an 
J. Russell Wait 


Houston is located at the crossroads, where 18 
vehicles and airplanes arrive and depart almost 
The advantages Houston naturally enjoys enables 
southwest merchandise and service unexcelled. 
Statistics show that the value of industrial growth 
is favoring this section, rich in natural resources 
unlimited supply of raw materials. 

MAKE THIS LOCATION THE LOGICAL PLACE 

You are cordially invited to address 
Director of the Port 





ONCE A SLUGGISH STREAM 
in this great section has been remarkable. This 
FOR YOUR NEW PLANT 
your inquiries to— 
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between 


NEW YORK, BOSTON, 
NEW ORLEANS, LOS ANGELES HARBOR, 
SAN FRANCISCO, ano ST. JOHNS, N. B. 
AND 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 
also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 


Mow Verk. 02.00 Pier 3, North River New Orleans..... 321 St. Charles St. 
Chicago....... 111 W. Washington St. St. John, N. B....H. E. Kane & Co. 
San Francisco..... 1001 Fourth Street London, England...... Caribbean S.S. 
68-0006 cebsevedees Long Wharf Agency, 69 Old Broad Street 


EXPORTERS, IMPORTERS, 
FORWARDERS g1 


and others interested in Germany 
are welcome to the free use of the 
German Railroad Freight Infor- 
mation Office. 


A thoroughly equipped bureau for the dissemination 
of informative data of every conceivable kind on export 
and import freight shipments between the United 
States, Canada, Germany and Central Europe. 


1. Advice, free of charge, is given to shippers and im- 
porters regarding freight traffic and tariffs ef Ger- 
many and all countries adjoining Germany. 


2. Information may be applied for free of charge re- 
garding favorable transportation opportunities frem, 
to, and in transit through Germany. 


3. Irregularities in freight traffic with Germany, as far as 
it concerns routes via the German Railroad Company, 
are investigated en application. 


4. Furtherance of effective mutual traffic connections by 
observation of freight traffic in order to establish 
actual demands. 


While all information is given free of charge, it is 
inted out again that this bureau does not handle any 


orwarding or shipping, and, therefore, inquirers are un- 
der no obligation whatsoever for any services rendered. 


t= FREE: New Map of Germany “@} 


WRITE TO 


RAILROAD COMPANY 


Freight Information Office 


HANS ENGEL, General Representative 
11 BROADWAY, NEW YORK CITY 


GERMAN 














FAST, CAREFUL HANDLING OF 
FREIGHT 








BETWEEN 


ST. PAUL, MINNEAPOLIS, DULUTH, 
WINNIPEG, PORTLAND, SEATTLE, 
TACOMA, SPOKANE, KLAMATH 
FALLS, SACRAMENTO, OAKLAND, 
SAN FRANCISCO, VANCOUVER and 
VICTORIA, B. C., and intermediate points. 


THE ENTIRE FLEET OF 


EMPIRE BUILDER 


TRAINS WILL BE COMPLETELY AIR- 
CONDITIONED IN TIME FOR 1935 
SUMMER TRAVEL. 


For 1600 miles, or 88% of the distance 
between the Twin Cities and Seattle, giant 
oil-burning or electric locomotives are used 
—this is the longest cinderless mileage in 
the Northwest. 


P. B. Beidelman A, J, Dickinson 
Freight Traffic Mgr. - \ - Traffic Mgr. 
St. Paul, Minn. St. Paul, Minn. 

P. H. Burnham C. W. Meldrum C. F. O'Hara 
Western Traffic Mar. Asst. Gen. Passenger Ast. Asst. Gen. Freight and 
Seattle, Wash. Seattle, Wash. Passenger Agent 

Helena, Mont. 
H. G. Dow T. J. Shea B. S. Merritt 
Eastern Traffic Mgr. Asst. Gen. Freight Agent General Freight Agent 
233 Broadway 105 W. Adams St.,R. 620 759 Monadnock Bidg. 
New York City, N.Y. Chicago, Ill. San Francisco, Calif. 


a= The Traffic World 





Vol. LV, No.1 





Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New assig, 
ments now on the Commission’s docket of dates later than hers, 
shown will not bear asterisks when they do appear. Cancellation, 
and postponements announced too late to show the change in th 
Docket will be noted elsewhere. 


February 18—Chicago, Ill.—Examiner Trezise: 
26558—-Midland Electric Corp. vs. C. & N. W. Ry. et al. 
26585—United Electric Coal Co. et al. vs. C. B. & Q. R. R. ety 
26677—Bell & Zoller Coal Co. et al. vs. A. T. & S. F. Ry. et al, 
26685—Illinois Coal Traffic Bureau vs. A. & E. R. R. et al. 
26711—Northern Illinois Coal Corp. vs. Alton R. R, et al. 
26719—Fifth and Ninth Districts Coal Traffic Bureau vs. A. & ER 
R. et al. (adjourned hearing). 


February 18—Argument at Washington, D. C.: 

Air Mail Docket No. 1—Air mail compensation. 
February 18—Washington, D. C.—Examiner Williams: 

26767—The Tri-State Packers’ Assn., Inc., et al. vs. Pa. R. R. et aj 
February 19—Argument at Washington, D. C.: 

25035, and Sub. 1—Jno. H. Heald Co. vs. N. & W. Ry. 

25761, and Sub. 1—Traffic Bureau-Lynchburg Chamber of Commer: 
et al. vs. C. & O. Ry. et al. (and cases grouped therewith). 
25947, and Sub. 1—Danville Chamber of Commerce, Inc., et al, ys 
c. O. Ry. et al. 

26001—General Chemical Co. vs. N. & W. Ry. 
26195, and Sub. 1—Hampton Looms of Virginia, Inc., et al. vs, y 
& . Ry. (and cases grouped therewith). 


February 19—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15779—Filed by the Clyde-Malloy 
Lines—class and commodity rates. 
February 19—Ashland, Ky.—Railroad Commission of Kentucky: 
Finance No. 10139—Application C. & O. Ry. for permission to aban. 
don a branch line in Lewis and Carter counties, Ky. 


Bebruary 20—Argument at Washington, D. C.: 
23338—Fieldale Mills et al. vs. N. & W. Ry. 
24240—Fieldale Mills et al. vs. Virgn. Ry. et al. 
24482—-Danville Chamber of Commerce et al. vs. C. & O. Ry. et al, 


February 20—Washington, D. C.—Examiner Weems: 
1. & S. 4074—Ocean-rail rates to western points through Va, ports, 
* Fourth Section Application 15832, filed by Agent Sedgman. 


February 25—Chicago, Ill.—Examiner Stiles: 
te _ 1—Midwest Association of Meat Packers vs. Alton 
° . OC ai. 
26602—-Eastern Meat Packing Assn. vs. Alton R. R. et al. 
26808—Live Stock Traffic Assn. et al. vs. Alton R. R. et al. 
26782—-Denver Union Stock Yard Co, et al vs. Alton R. R. et al. 
26825—Louisville Board of Trade vs. Alton R. R. et al. 


February 25—Chicago, Ill.—Hotel Morrison—Examiner Sullivan: 

* Finance No. 10715—Application E. J. & E. Ry. for a certificate of 
public convenience and necessity permitting abandonment of op- 
eration of line extending from South Wilmington to Goose Lake, 
Grundy County, Ill. 


February 25—Washington, D. C.—Examiner Curtis: 
25059—Alabama Asphaltic Limestone Co. vs. A. & B. B. R. R. et al. 
23236—-Alabama Rock Asphalt, Inc., vs. A. & B. B. R. R. et al. 


February 25—Argument at Washington, D. C.: 
= and Sub, 1—Minneapolis Traffic Assn. vs. C. B. & Q. R. Ret 
al. 


26546—-Duluth Board of Trade vs. C. B. & Q. R. R. et al. 
26547—-Duluth Board of Trade vs. C. B. & Q. R. R. et al. 


February 26—Muskogee, Okla.—Examiner Hagerty: 
20416—Harry Abels vs. A. T. & S. F. Ry. et al. 
February 26—Washington, D. C.—Examiner Shinn: 
Fourth Section Application No. 15799—Filed by F. A. Leland—Paper 
February 27—Norfolk, Va.—Examiner Cheseldine: 
26753—-Baker Produce Corp. et al. vs. A. C. L. R. R. et al. 


February 27—Pittsburgh, Pa.—Examiner Berry: 
1. & S. 4063—Scrap iron from Shelby, O., to Pittsburgh, Pa. 


February 27—Philadelphia, Pa.—Examiner Armes: 
26762—Bethlehem Steel Co. vs. A. & R. R. R. et al. 


February 27—Rochester, Minn.—Kahler Hotel—Examiner Sullivan: 

* Finance No. 10682—Application C. G. W. R. R. for a certificate of 
public convenience and necessity permitting abandonment of 4 
line between Horton and Utica; extension of operation over line 
of C. & N. W. Ry. between a point north of Planks and Utica 
and the construction of connecting tracks in Olmsted and Winona 
Counties, Minn. 


February 28—St. Louis, Mo.—Examiner Koebel and Bardwell: 

26510—Western-southern class rates. 

26346—Board of R. R. Commissioners of the State of S. D. vs. 4 
Cc. R. R. et al. 

26367—-Nebraska State Ry. Commission vs. A. C. Ry. et al. 

26375—Topeka Chamber of Commerce vs. A. & R. R. R. et al. 

26416—Board of Railroad Commissioners of the state of S. D. et al. 
vs. A. C. Ry. ot al. 


February 28—Salt Lake City, Utah.—Hotel Utah—Examiner Disque: 
1. & S. 4062 and ist supplemental order—Routing of live stock I 
Western territory. 


February 28—Pittsburgh, Pa.—Examiner Berry: 
25190—A. B. Marcus Co. vs. B. & O. R. R. et al. , 
24080—A. B. Marcus Co. vs. St. L. 8, F. Ry. et al. (further hearing) 


February 28—Richmond, Va.—Examiner Cheseldine: 
26693—Bedford Pulp & Paper Co. vs. Bush Term. R. R. et al. 


February 28—Allentown, Pa.—Examiner Armes: 
26779—International Motor Co. vs. D. & H. R. R. Corp. et al. 


February 28—Independence, Kans.—Examiner Hagerty: 
1. & S. 3977—Classification ratings on revolving doors. 


(further hearing). 
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QUAKER LINE 


Regular Intercoastal Service 
Between 


New York, Albany, Philadelphia, Norfolk, Baltimore 
and 


Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


25 YEARS OF TRAVEL 
EXPERIENCE BACKS THIS 
COMMENT 











































‘ER 17 Battery Place, New York 
ALBANY—D a H Building CHICA GO—337 So, LaSalle St FASTEST TRAIN ON THE 
PO HIT E. Plume Street DETROM Goneel Motors Bids. AMERICAN CONTINENT 
, et al BALTIMORE—Keyser Buliding DAYTON, OHIO—18 Riverdale St. 
BOSTON—33 Broad Street EASTON, PA.—Drake Building 400 MILES—400 MINUTES 
inl peteeen Allin all, the best train 
—— -..and I should be in 
al. vs 4 CHICAGO position to know after 
0 ern eams Ip ompany ST.PAUL TWIN CITIES Minncarous continuous travel, coast 
= (Pioneer Steamship Line to Houston ) via MILWAUKEE } ln se "sgh ethoton le 
fallory or — Fees Seeennnn eee ween Hours faster. Lv. Chicago 3:30 p.m. commendation on din- 
| Philadelphia, Pa.; Norfolk, Va., daily —arrive Twin Cities same ing car service tonight.” 
eal evening. Speed—Comfort—Safety. W. S. A.—New York City 
— and Houston, Texas Big, substantial, all-steel cars — 
; . SAILINGS: luxurious appointments — perfect For complete information, 
From Philadelphia ....... Wednesdays and Saturdays roadbed. Passengers from and to ask any C. & N. W. Ry. 
et al From Norfolk to Houston .............. Thursdays North Shore towns make close agian 
ia From Houston to Philadelphia . Mondays and Thursdays connections with the “400” 6 eee limeger 
>" From Houston to Norfolk........... . -- « Mondays Milwaukee. 400 W. Madison St. 
{ hi , Til. 
ate Low Rates Quick Dispatch Thru Package Cars COMPLETELY AIR-CONDITIONED Chicago, I 2261 
GENERAL OFFICES: 

[EL 0 Broad Street Station Bldg., PHILADELPHIA, PA. CHICAGO & NortH WESTERN RY. 
ae of ~ H I Pp T H by oO U G H SSSCSSTCSSSSSSSSSHSSSSRSEHASHERSSRSSTSSRSSSES EER SRESRREEESSRE EERE ESE R Eee e ee eeeeeeeEs 


MooREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 


From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 

From PHILADELPHIA and BALTIMORE to MOBILE 

From NEW ORLEANS to TAMPA, PHILADELPHIA, 
BALTIMORE, NEW BEDFORD and BOSTON 

From MOBILE to NEW BEDFORD, BOSTON and PHILADELPHIA 

From TAMPA to PHILADELPHIA and BOSTON 

Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway PHILADELPHIA, Bourse Bidg. 
BALTIMORE, Seaboard Bidg. NEW ORLEANS, Whitney Bank Bidg. 
BOSTON, 75 State Street TAMPA, 512 E. Lafayette St. 
CHICAGO, 503 Marquette Bids. DETROIT, 556 Book Bidg. 

BATON ROUGE, 1758 Government St. PITTSBURGH, Oliver —— 

ST. LOUIS, Railway Exchange Bidg. ROCHESTER, 1408 Temple mae. 
MEMPHIS, Cotton Exchange Bldg. HOUSTON, State National Bank Bidg. 
CORPUS CHRISTI, Nixon Bldg. MOBILE, Merchants Bank Bidg. 


“| WILMINGION 


on the Delaware 


uring). 


Paper 





We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 


Delaware 


PPCASSHSTHSTSCHRS ee eeeeeeeeseeeeeeeeeeeeesEeeeseeseEEE 
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February 28—Newport, Ky.—Examiner Worthington: 

1. & S. 4070—Ferro-Phosphate from southern points. 
February 28—Washington, D. C.—Examiner Shinn: 

Fourth Section Application No. 15817—Filed by W. S. Curlett, agent. 
March 1—Cincinnati, O.—Examiner Worthington: 

26743—John Birkenheuer et al. vs. Artemus Jellico R. R. et al. 


March 1—Atchison, Kan.—Chamber of Commerce—Examiner Sullivan: 
livan: 

Finance No. 10316—Application A. T. & S. F. Ry. for permission to 
abandon line from point near Leavenworth and Atchison counties, 
Kan. 

March 1—Denver, Colo.—Examiner Way: 
26780—The I. Rothschild Produce Co, et al. vs. A. & S. R. R. et al. 


March 1—Kalamazoo, Mich.—Examiner Berry: 
25837—Taylor Produce Co. et al. vs, A. C. L. R. R. et al. 
26165—Taylor Produce Co. et al. vs. A. C. L. R. R. et al. 
March 1—Greensboro, N. C.—Examiner Cheseldine: 
26793—Carolina Veneer Co., Inc., vs. C. C. & O. Ry. et al. 
March 1—Argument at Washington, D. C.: 
17000, part 3, cotton-rate structure investigation (and cases grouped 
therewith). 
1. & S. 3996—Fresh seafood from and to the south. 


March 2—Cincinnati, O.—Examiner Worthington: 
26810—C. C. Aler Co. vs. Alton R. R. et al. 

March 4—Washington, D. C.—Examiner Archer: 
26515—Eastern Brick Rates. 


March 4—Chicago, Ill.—Examiner Stiles: 
1. & §S. 4013, and ist supplemental order—Vegetable oils to, from 
and within southwest. 
1. & S. 4039—Vegetable oils between points 1n the U. S. 
14150—Oklahoma Corporation Commission vs. A. & S. Ry. et al. 
1. & S. 4040—Transit on vegetable oils in the south. 
March 4—Reno, Nev.—Examiner Disque: 
26696—Public Service Commission of Nevada, for Livestock Grow- 
ers of Nevada, et al. vs. S. P. Co. et al. 
March 4—New York, N. Y.—Examiner Armes: 
22476—The H. B. Smith Co. vs. N. Y. N. H. & H. R. R. et al. 








Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES: 
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TRAFFIC COUNSELOR 
and 
Interstate Commerce and State Cemmission Cases 
Departmental Service Commerce 


815 Mills Bldg. 
WASHINGTON, D. C. 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Censolidations and Valuatiens 


Valuation 
643 TRANSPORTATION BLDG. 


Experts 
WASHINGTON, D. C. 
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ATTORNEYS AT LAW 


HARRY C. AMES 
ATTORNEY AT LAW 


Successor to Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 





Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 





H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 
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Tulsa, Okla., 1503 E. 27th St. 
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March 4—New Orleans, La., St. Charles Hotel—Examiner Cheselatn| 
26768—Dantzler Lumber & Export Co., Inc., vs. L. & N. R. R. 


March 4—Topeka, Kans.—Examiner Hagerty: 
26787—Topeka Flour Mills Corp. vs. St. L.-S. F. Ry. et al. 


March 4—St. Louis, Mo.—Examiner Worthington: 
26798—Sauers Milling Co. vs. L. & N. R. R. et al. 


March 4—Sedan, Kan.—Huffman Hotel—Examiner Sullivan: 
Finance No. 10616—Application A. T. & S. F. Ry. for permission y 
abandon line extending from Havana to Cedar Vale, in Montgoy, 
ery and Chautauqua counties, Kan. 


March 4—Salt Lake City, Utah—Hotel Utah—Examiner Way: 

* 1, & S, 4074—Ocean-rail rates to western points through Va, por 
(further hearing) (hearing assigned for Feb. 20, at Washingty, 
Db. C., before Examiner Weems will proceed as Set). 4 


March 5—Washington, D. C.—Examiner Glover: 

Fourth Section Application No. 15718, 15722 and 15723—Newspriy 
and wall paper from United States and Canada—Filed by W,3 
Curlett, F. Van Ummersen, B. T. Jones, L. E. Kipp and J. 3 
Tilford, agents. 

Fourth Section Application Nos. 15203 and 15330—Paper from point 
in Maine—Paper articles from points in Maine. (To be heard 
eon with Fourth Section Applications Nos. 15718, 15722 an 
15723). 

March 5—Salt Lake City, Utah—Examiner Way: 
26720 and Sub. 1—W. H. Bintz Co. et al. vs. A. & S. Ry. et al, 


March 5—Hartford, Conn.—Examiner Armes: 
26758—Hartford Electric Steel Corp. vs. Pa. R. R. et al. 


March 5—St. Joseph, Mo.—Examiner Hagerty: 
26667—-Schreiber Milling & Grain Co. vs. C. G. W. R. R. 


March 6—Lincoln, Neb.—Examiner Hagerty: 
26714—-Chester B. Brown vs. Arkansas R. R. et al. 


March 6—St. Louis, Mo.—Examiner Worthington: 
Fourth Section Application No. 15238, filed F. A. Leland—Class rats 
between Ark.; between Memphis, Tenn., and Ark. and Mo. 
Fourth Section Application No. 15360, filed by F. A. Leland, agent- ¥ 
Class rates between points in Mo. and Il. 


March 6—New Orleans, La., St. Charles Hotel—Examiner Cheseldine 
Fourth Section Application No. 15781, filed by the Mo. Pac. R. R- 
Clean rice. ‘ 
March 6—Argument at Washington, D. C.: 
Finance No. 10174—Application of C. G. W. R. R. for certificate to 
—— over a certain track of the K. C. S. Ry. in Kansas City, 








































































oO. 
Finance No. 10571—Kansas City Terminal Ry. control, etc. 


March 7—San Francisco, Calif.—Examiner Disque: 
1. & S. 4067—Routing livestock to and from Oregon points. 
March 7—Omaha, Neb.—Examiner Hagerty: 
25139 and Subs. 1 and 2—Frank Zimmerman vs. Mo. Pac. R. R. etal 
25137—-Frank Zimmerman vs. C. & N. W. Ry. et al. 
March 7—Albany, N. Y.—Examiner Armes: 
26638—Albany Packing Co., Inc., vs. B. & A. R. R. et al. 
26659—Albany Packing Co., Inc., vs. N. Y. C. R. R. et al. 
March 7—Chicago, Ill.—Examiner Berry: 
26732—Quaker Oats Co. vs. Erie R. R. 
March 7—Argument at Washington, D. C.: 
26451—Lucas County Farm Bureau et al. vs. C. B. & Q. R. R. et al. 
26077, and Sub. 1—John Clark Co. et al. vs. A. & E. R. R. et al, 
26457—-Peter J. Schweitzer, Inc., vs. Can. Nat’l Rys. et al. 
26518—South Carolina Produce Assn. vs. A. C. L. R. R. et al. 
March 7—Washington, D. C.—Examiner Glover: 
Fourth Section Application No. 15747, filed by W. S. Curlett, B. T. 
Jones and F. Van Ummersen—Limestone between points in east. 
Fourth Section Application No. 15780—Filed by F. Van Ummersen 
—Ground and crushed limestone in New England. 
March 7—Raton, N. M.—Federal Bldg.—Examiner Sullivan: 
Finance No. 10652—Application A. T. & S. F. Ry. et al. for permis- 
sion to abandon lines of railroad extending from Dillon to Des 
Moines, in Union and Colfax counties, and from Carisbrooke to 
Yankee, in Colfax, N. M. 
March 8—Sheboygan, Wis.—Assn. of Commerce—Examiner Berry: 
26730 and Sub. 1—City of Sheboygan, Wis., vs. C. & N. W. Ry. et al. 
March 8—Birmingham, Ala.—Examiner Cheseldine: 
25699—Hugh M. Morris and James H. White, receivers, for South- 
ern Natural Gas Corp. vs. A. & S. R. R. et al. 


March 8—Omaha, Neb., Hotel Paxton—Examiner Hagerty: 

Fourth Section Application No. 15125—Commodity rates between 
W. T. L. territory and points west of Missouri River. 

March 8—Argument at Washington, D. C.: F 
26472, and Sub. 1—Armour & Co. vs. C. B. & Q. R.'R. et al. 
26498—Chicago Pottery Co. vs. C. C. & O. Ry. et al. 
26555—Spiegel May Stern Co. vs. A. & S. Ry. et al. 

March 9—Kansas City, Mo.—Examiner Worthington: 
26778—Waldo Grain Co. vs. Mo. Pac. R. R. 

March 9—Los Angeles, Calif.—Examiner Disque: 
26817—-Globe Grain & Milling Co. vs. C. B. & Q. R. R. et al. 

March 9—New York, N. Y—Examiner Armes: : 

1. & S. 4012 and 1st supplement—Paper stock in official territory. 

March 9—Birmingham, 


Ala. (Chamber of Commerce)—Examinet 
Cheseldine: 


Fourth Section Application 15746—Filed by J. E. Tilford, agent—M 
chinery. 
March 11—Chattanooga, Tenn.—Examiner Cheseldine: 
1. & S. 4066—Castings from Ala. and Tenn. to eastern ports. 


March 11—Kansas City, Mo.—Examiner Worthington: 
26795—Weyl Zuckerman & Co. et al. vs. Alton R. R. 








et al. 





THOM DIES 


Alfred P. Thom, for many years general counsel of = 
Association of Railway Executives, died February 19. He was 


eighty years old. 



















